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Ford -- See Page 6 


Terrific Power Combination 
Using Grant Piston Rings 


Mr. Horning used for this test, besides Grant = Write for Gerry Grant's FREE Catalog and 
Piston Rings, the Hilborn-Travers Fuel Injec- name of nearest Grant Dealer. Dealership 
tor, Herbert Cam, Spaulding Ignition and particulars given when requested on your | 
the Wayne F. Horning Competition Head. letterhead. . . . . Be a winner with Grant! : 


Gran 


(J PISTON RINGS 


241 N. Westmoreland Ave., Los Angeles 4, California 


T’S SMART is an under- 

statement. Overhead 
valye engine develops 54 
B.h.p. sleek, yet roomy. 
Yes, the new larger MG 
series TD is going places. 
Of course, you'll want to go along! $1850.00 
Fe OmBe 7 Uso Ronis: 


 Sedan- 


. zing $ 
aD High efficie 


Convertible ° 

modern cars, 

Seats four in r to steer throu 
~ & Ports- 


comfort. 


DISTRIBUTED BY 


J. D. Allen, Jr., Ine. LD26 — LD29 Clayrich Motors, Inc. STerling 1776 Nueces Garage 7785 
Hampton, Virginia St. Louis, Missouri Corpus Christi, Texas 
S.-H. Arnolt, Inc. Michigan 2-5436 Gough Industries, Inc. MAdison 6-2484 Clarence Talley Auto Co. R-3637 
Chicago, Illinois Los Angeles, California Dallas, Texas 
British Motor Car Co. UNderhill 3-1213 J. S. Inskip, Inc. Templeton 8-4343 Waco Motors 3-5468 
San Francisco, California New York, N. Y. Miami 35, Florida 


THE HAMBRO TRADING CO. of AMERICA, Inc. 


208 So. LaSalle St., Chicago, Ill. 
Sole Concessionaires in America for the Nuffield Organization 
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CORRESPONDENCE 


$5700 KAISER? 


Your readers may be interested in the fact 
that current issues of English automotive maga- 
zines such as ‘Autocar’ and “Motor” carry 
advertisements which offer a practical expres- 
sion of the English evaluation of American cars: 

For example, the following are offered as ex- 
traordinary values: 


1950 Kaiser — $5700 
1947 Olds — $4400 
1939 Buick — $2100 
1939 Chevy — $1150 
1949 Dodge — $2700 


Compare this with: 
1989 Mercedes, — $5700 
1949 Jaguar — $3400 
Bugatti’s and Alfa’s are offered 
at around $1500-$2000. 


In view of allegedly poor road-holding qual- 
ities and gas economy of American cars, these 
prices are a little surprising in a country of 
winding roads and high gasoline prices, and 
American cars actually sell at these prices, 
as any of us who have been over recently can 
testify. 

All this may mean that a foreign car buyer 
in the United States (or in England for that 
matter) may be intrigued by a novelty in body 
design or just desires to be different—but not 
necessarily better. 

Anyway, I thought that you would be in- 
terested in seeing evidence of a practical ex- 
pression of how our cars look to them. 


Montclair, N. J. George Chernowitz 


Reader Chernowitz forgets that importation 
of American cars to Britain is banned and al- 
most all British cars are exported. Therefore, 
the few American cars that are “available” are 
sold at premium prices solely on the basis of 
their large size and carrying capacity. Were 
this not true, an enterprising used-car dealer 
could make a fortune shipping cars over there 
to sell at these fantastic prices. Detroit engi- 
neers are the first to admit the technical super- 
iority of such cars as Jaguar, Mercedes, Rolls- 
Royce and Alfa-Romeo, but point out that to 
build such highly specialized designs in mass 
production and try to sell them here in America 
would be extremely difficult. For dependable 
transportation at a nominal first cost, American 
products are by far the best.—Ed. 


UWnderseat Recirculating 


HEATERS 


b 


oot JAGUAR 


XK -120 


Outlets under both seats.—Save space. 

Full price $49.63 Oliver W. Cook 

30-day Guarantee. 2043 Montrose Ave. 
Specify make. Montrose, Calif. 


MICRO-MIDGET 


In the December issue of Road and Track 
the article on the 500 Club caught my eye as 
I have a little Micro-Midget whose picture is 
enclosed. 


lL approve very much of your 500 Club, and 


agree with other readers . . . omit the cycles 
and boats, just leave the book for cars of any 
style. 


Chico, Calif. Jim Benton 


JOURNALISTIC GENIUS? 


I wish to congratulate you on your superb 
accounting of the Watkins Glen road race and 
also of the Carrell Speedway race in your De- 
cember issue of Road & Track. They are so 
comprehensive in every detail that I feel as if 
I had seen them in person. Both articles show 
a touch of journalistic genius. In view of the 
fact that you charge such an exorbitant price 
for each issue, it seems that you could afford 
articles superior to these, which were so obvi- 
ously written by someone no more than ten 
years old. 


I also found a scrambled mass of wasted 
space appropriately called Misc. Ramblings. 
This was a true literary masterpiece. If I were 
the editor I would go a few steps farther and 
rename the whole magazine Misc. Ramblings. 


I shall treasure this issue of what is opti- 
mistically called the Motor Enthusiasts Maga- 
zine and I will file it with my collection of 
other similarly great publications; under my 
motorcycle to catch oil drippings. 


With Complete Disgust, 
Leonard W. Team 


The bold type is ours—Ed. 


Inglewood, Calif. 


NOT F.0.B. DETROIT 


...Here’s an addition for your list: Colby, 
1916, Mason City, Iowa. (Its nameplate is in 
one of Clymer’s books.) 


Mason City, Iowa David M. Murphy 


e REBUILDING 
e ACCESSORIES 
@ LUBRICATION 


@ SPECIAL TUNING 


COMPETITION MOTORS 


11515 Ventura Blvd., North Hollywood, Cal. 


THE BIGELOW GIMMY PRODUCES 248 HORSEPOWER AT 4850 RPM 


zy 


Equipped with the Iskenderian $40.00 rocker arm track grind cam Kenny 
Bigelow’s hardy 270 GMC (bored to 300 cu. in.) produced these enviable 
results on the Tony Capana dynamometer. 
3200 pound 37 Chevrolet Coupe on its first two entries at the Santa 
Ana Acceleration Trials won the Coupe Trophy clocking 97.8 mph at the 
finish of VY mile, and has also clocked 133 mph in Dry Lakes compe- 
tition. The above engine was built for a total cost of $350.00, which 
figures $1.40 per horsepower—an important feature to consider. 


This engine installed in a 


“FE” HEAD FOR PRE-‘'50 WILLYS 


This bit of info is for your files, it might 
come in handy. If anyone wants to put an “F”’ 
head on an old Willys, they can modernize the 
old form with the new head provided it is a 
model 4-63 engine. Kits are available for the 
changeover. 

Inquiries can be addressed to: A. Schulze, 
ServiceManager, Willys-Overland, West Coast 
Div., Box 3308, Terminal Annex, Los Angeles 
54, California. 


Norwalk, Calif. C. J. Galligher 


SWISS DODGE 


In your January issue I noticed a fine ex- 
ample of Italian coachwork on a Plymouth. 


I am enclosing a photo of a 1950 Dodge 
which I took in Zurich recently. This shows 
what the Swiss can do to an American car. 
Perhaps some reader can identify the builder. 


Springfield, Mass. R. N. Tuthill 


READER WANTS MORE RALLIES 


« « . Why don’t you play up reliability runs 
and trials more? Here is part of the motoring 
competition that everyone can participate in, 
sports car or not. It places demands upon the 
vehicle to be a good car in all respects: safety, 
speed, reliability, comfort, ete. More people 
could participate with their regular cars and 
we should be able to promote sportsmanlike driv- 
ing thru the interest in the runs and trials. 
Small organization is needed and the emphasis is 
upon participation. This may also be good 
groundwork for future international meetings. 
Best of all, it allows and encourages American 
cars (whatever their many faults) to enter. 
Certainly we are passing up many potential 
motor sport enthusiasts by catering to the pre- 
dominately foreign car crowd. Trials require 
good sound preparation and a pride in one’s car. 
Shouldn’t this be stressed with owners of Ameri- 
can cars too? When we have interest in cars by 
motorists who want to do more than just use it 
for transportation, we may come a good deal 
closer to the dream of an American sports car. 
What say? 


San Francisco, Calif. Don L. Jewett 
A very good idea—we agree wholeheartedly.—Ed. 


2 HORSEPOWER 
70 from 
FORD V-8 ENGINE 


On a recent test a 196 cu. in. Ford V-8 engine, 
running Ardun Heads, Howard Fuel Injection and 
a Howard Cam, produced 270 hp at 5000 rpm. 
Howard cams are guaranteed 
to out-perform the cam you 
are now using or your 
money back 


This offer applys to any Ford or Mercury grind 
and the Chevrolet 34 grind, Mushroom or stand- 


A special brochure prepared by Kenny Bigelow is 
available. It gives important facts on converting 
the GMC engine for racing or fast road car use. 
Be sure to ask for it when sending for our 


ard tappet cams—you must be satisfied or the 
purchase price will be refunded, 


ata : 
catalogue. M-3 34 grind—Ford V-8—Mere. 
SEND ONLY 25¢ FOR THE 1950 CATALOGUE & CALCULATOR $37.50 new $30.00 ex. 
The most complete, ond informative booklet ever publishéd on Rocing Coms. Fully exploined is “VALVE ¥% grind—Chevrolet six $42.50 new $35.00 ex. 


Also gives speed hints on Ford ond Chevrolet, applications ond prices. Block cut-away illustration 
explaining the installation of the Iskenderian Mushroom Tappet V-8 Trock Grind Cams, Engine Modifica- 
tlons ond Dynamometer Results. Included with the booklet is ‘The Secret of Cooling the Ford V-8” 
ond o wollet-size calculator for converting R.P.M. to M.P.H. 


M-8 Track grind—Ford V-8—Mere. 
’ $42.50 new $35.00 ex. 


SEND FOR THE INFORMATIVE NEW 
SPEED AND POWER DIGEST—ONLY 25¢ 


Howard. @ 10122-R South Main St. 


Los Angeles 3, Calif. 
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5000 W. JEFFERSON, R LOS ANGELES, CALIF. 
Shop, REpublic 3-7587 
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N 


CORRESPONDENCE 
ANTIQUE FAN 


The veteran car section is what fascinates 
me since I, to the limit of my small resources, 
collect interesting makes, also pictures of them. 

am writing now about the December is- 
sue. On “Not F.O.B. Detroit,” I want to 
offer some corrections. You may be aware 
but anyhow—The DuPont was made in 1933 ; 
The Bour-Davis thru 1924: The Dagmar to 
1926 at least, and I believe later; The Lone 
Star thru 1922; The Kline Kar thru 1923; 
all this is from replacement parts directories, 
which are not infallible; also Motor Record. 

The Maxwell was built in Rhode Island, 
once also a car called the Sun—so I’m told. 


New York, N. Y. R. L. Porter 


OLDS 88 BEATS HENRY J 


I am the proud owner of an Olds 88 and 

have never been beaten in an acceleration race. 
_I raced a Henry J (6), driven by a salesman 
of Henry Js. He pulled up beside of me and 
said he could beat me on the ‘get’, I asked 
him to show me, which he tried four times and 
he was left behind all four times. The friends 
of Mr. Clymer must have been dear friends 
that didn’t want to see him lose. 
_ i am sure an Olds will beat a Henry J 
in any gear or race, including reverse. If 
any Henry J owners want a_ demonstration 
(in the Washington, D. C. area), call Robert 
F. Scott, ME-8868. 


Washington, D.C. Robert F. Scott 
Clymer says, “Call me up if you ever visit Cal- 
ifornia!”’—Ed. 


ROAD RACING TOO TAME? 


- . + Now concerning an article which ex- 
pressed in words what many others have hint- 
ed, you stated that in no case would a For- 
mula 3 race car be equipped with crash or 
nerfing bars, no such driving as to make them 
necessary was tolerated, ete. The only road 
race I ever saw was the Santa Ana Race, 
which I’m sure wasn’t typical. The Carrell 
Road Race should have been something to 
see. I could see no connection between what 
was held at Santa Ana and a race, altho it 
did meet the ‘no nerfing’ rule . . . At Santa 
Ana I saw the cars with the most ‘drag’ and 
top speed win the races, that was all... 
Maybe on dirt the best of them would have 
acted differently, but on hard surface ‘cross- 
ing up’ meant only the quickest way of get- 
ting out of a slide, to most of the drivers, 
instead of a controlled way of getting around 
the corner without loss of speed—or won’t 
the sport jobs cross up on asphalt? The Bald- 
win and its driver was the one exception. 

With many new rules being made to better 
road racing, I’d like to be admitted to the 
sport, for even tho my ideas don’t all agree, 
I like the cars and the people concerned. I 
have a sport job in the making. 
Coronado, Calif. Lee Talbot 
See article on p. 14 for reasons why some 
drivers don’t “cross-up” when cornering. Santa 
Ana was NOT typical.—Ed. 


MAGIC PHOTOGRAPHER 


In regard to the story on the Story Sports 
Car, you state that the author is in the car on 
the cover, yet directly below that you state 
“All photos by Hegge’”’. Is this Bob Hegge a 
magician, maybe? 


Fairborn, Ohio 


An automatic timer performs the magic.—Ed. 


Arthur Davis, Jr. 


SPORTS CAR FORMULA 


Your editorial concerning a “formula for 
sports cars” is well taken. You’d better follow 
it up with even stronger ones, in my humble 
estimation, because you have already gotten ‘‘to 
the point where a line of demarkation must be 
drawn.” As I see it, it’s once more a matter of 
the “letter of the law vs. the spirit of the law. 


Los Angeles, Calif. D. P. Beaver 


OMISSION— 

On page 14, credit should have 
been given to the ‘Sports Car,” 
official publication of the Sports Car 
Club of America, for permission to 


reprint the article, “'How to Drive’ 


by Grampaw Throttlebottom. The 
cooperation of that excellent organ- 
ization is sincerely appreciated and 
the omission was unintentional. 
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LE SABRE 
Is it really 
a Sports Car? 


Newspapers and magazines are current- 
ly drooling over GM’s experimental “Le 
Sabre,” glowingly termed a “sports car.” 
It definitely is not, of course. It is sig- 
nificant, however, that General Motors 
has actually built a prototype which has 
many outstanding features and could be- 
come the basis of ONE OF THE 
WORLD’S BEST sports cars. Shorten 
the wheelbase to 100 inches, properly 
balance, use sports car steering ratios, 
clean up the styling, eliminate gadgets, 
and here could be a true sports car. 

The blown experimental Buick en- 
gine, if it comes near to the 300 bhp 
predicted, would be more than adequate. 
Extensive use of magnesium and alumi- 
num is highly desirable. The 4-wheel 
independent suspension sounds excellent. 

Yes, Mr. Earl, it is a beautiful car, 
but how about another prototype, modi- 
fied as outlined above, to enter at Le 
Mans this year. (Prototypes are eligible.) 


EEE EEE EEE 
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INDIANAPOLIS—1951 

Entry blanks for this year’s race have 
been mailed, and include only slight 
changes in regulations. The overall length 
and width of cars has been limited, to 
keep out any freak designs. Two cycle 
diesels will now be permitted the same 
displacement as four cycle diesels. 

Significant news has reached us from 
abroad, that European participation is 
assured this year. Certain are two entries 
by Ferrari, and two by Maserati. Probable 
are three entries by Mercedes. The latter 
are the 1939 three litre, two stage blown 
G.P. cars and have been driven in tests 
by Lang, Caracciola, and Kling. They 
were tentatively scheduled to go to Ar- 
gentina for the winter season; however, 
it appears that they will not go, due to 
disagreement over arrangements. 

Better order your tickets now, if you 
want to see the fastest Indianapolis ‘500” 
ever! 
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PEBBLE BEACH OK BUST? 


member on MG No. 77 at 
difficulties in preparing the 


The author, as a pit crew 


Pebble Beach, tells of the 


by C. Allen Yeagle 


It all began the first week in October 
when Pete dropped over one evening madly 
waving a Pebble Beach entry blank in my 
face. “We're going to Pebble Beach, and 
you're elected Pit Crew.” What a silly 
thing to say .. . for I’m a far cry from 
a mechanic. I gladly accepted; it was my 
first chance to get into a truly competitive 
event, and I would have given my wife’s 
right arm to go. 

The first few weeks were highly unevent- 
ful, and it seemed as tho we had all the 
time in the world. I took the MG head to 
Smith and Jones to be reworked, went 
back six times before it was ready, and 
wore a groove in Western Avenue between 
our garage and International Motors get- 
ting parts. 

Electronic Balancing, while doing an ex- 
cellent job on the rods and pistons made 
the mistake of removing the lock screw 
from the wrist pins thereby breaking one 
piston. The replacement came back from 
being balanced with a solid pin wedged 
into the hollow wrist pin... a balancing 
procedure which caused us considerable 
consternation. These little details, plus hav- 
ing the crank ground to ten under, took 
up time which was stili passing slowly. 

The race was only a week away and 
suddenly we had our first nightmare—but 
not our last. Before grinding the crank, 
we obtained the assurance of the local parts 
house that an ample supply of bearing in- 
serts was currently available. When we 
went to get the inserts, however, the pic- 
ture had changed and we could -only buy 
two of the four sets we needed. We sweated 
as we drove to another agency, which, for- 
tunately, did have enough for us to finish 
the job. 

By now it was apparent that the car 
would not be assembled in time to be 
broken in before the race. Pete planned 
to take a day off work so that he could 
drive it thru. What a joke that was to be. 


Anyway, we scrapped the two_half-built 
tow-bars we had welded up, wrote ahead 
for motel reservations, and definitely de- 
cided to leave Friday morning. Driving to 
Monterey at 35 mph would give us about 
350 miles, not really enough for a tight 
engine, but the best we could do now that 
it was so late. Then, just as Pete was plan- 
ning his available time down to a split 
second, he was called upon to work over- 
time every day at his job, and time to 
spend on the MG became very precious in- 
deed. On the Wednesday before the race. 
he was still putting things together, and 
realizing that he would not be able to take 
Friday off, told me that I could drive the 
MG thru while he and Andy would follow 
later in my Mercury. It was a good idea 
—if it had worked. 

I went into L. A. Friday morning with 
my bag all packed, some decent clothes on, 
and roaring to go. Pete and Andy were in 
the garage with such items as the radiator, 
generator, carburetors, and spark plugs ly- 
ing around. Even the seats were sitting— 
on the garage floor. "Seems that it takes 
longer to button-up than was anticipated. 
Oh well, I thought, it should be ready to 
go before Pete goes to work at 2:30. But 
it wasn’t, cause when we did get it assem- 
bled and tried to start it, nothing budged. 
We tried the starter—plink! We towed it 
—screech! Andy went off to work. Then 
Pete had another one of his brainstorms— 
he decided to insert the crank and then 
jump on it, hoping that he could thusly 
turn the engine over. This was a sad mis- 
take because it involved the weakest point 
on this particular sporting machine. The 
dog nut broke off in the crankshaft, and 
as it fell to the ground, Pete told me to 
wire Pebble Beach that we could not get 
there. “Maybe we can get our entry fee 
back,” he said, trying to console himself. 
It was now past time for Pete to go to 
work so he dejectedly got up and started 
to walk off. 

This stuff about hope springing eternal 


", . . Pete, riding ahead in the MG, was trying to read the instruction manual as he drove 
at the snail pace of thirty-five. We threw the Mercury's spotlite on the book so that Pete 
would not have to strain his eyes too badly, and with this he found what he wanted." 


car. 


—which must keep Hope jumping all the 
time—popped up in Pete’s mind and as he 
got into his car he yelled at me to dash 
out to International Motors for another dog 
nut. I could tear the radiator off and when 
he got home he would try to produce an 
easy-out out of nowhere or somewhere, I 
forget which. It was a long and a desper- 
ate maneuver, but after all the plans, vis- 
ions, and hopes we had had, we would try 
anything. We did have until noon Sunday 
to get there, we joked. Luck rode with us 
that afternoon for I got the nut, returned, 
removed the radiator, and out of curiosity, 
started tapping on the broken cap screw 
with a punch and hammer. One of those 
inexplicables happened—the dog nut, which 
ordinarily would be in tighter than a Scots- 
man’s wallet, came right out. 

It still left us with the problem of break- 
ing the engine loose and in order to do 
that we intended to put a couple of tool 
boxes in the rear of the MG and try tow- 
ing it again. So, when Pete got home at 
midnight, we did just that and even with 
some five hundred pounds extra on the 
back wheels, we budged the engine not a 
degree. Pete, who has put together many 
an engine, had never cinched one down 
like this. We had tried everything. 

“That fellow at International,” Pete said, 
“swore that they ground crank to ten under 
and used R-1 bearings to fit.” 

“Pete,” said I, “is there any chance that 
International was referring to some sort of 
a metric ten under while Crankshaft Grind- 
ing was using ten thousands of an inch?” 

“Pull the pan! That must be it. We'll 
have the inserts sized out tomorrow.” (We 
later found this to be the trouble, that is, 
the ten under referred to two different types 
of measurement.) So, at about one a.m. 
Saturday, morning practice runs began at 
Pebble Beach, we pulled all the inserts and 
knocked off for a few hours sleep. Little 
did we realize that this was the last time 
we would see a bed until late Monday. 

The n+xt morning, with twenty-five thou- 
sandths taken off the bearings, we put her 
back together knowing that she would either 
turn over or be loose as a goose. Fortun- 
ately, she just turned over, and hopeful 
souls that we were, we now thought our 
troubles were over. They were not; in fact, 
it seemed to be a continuous process of 
first one crisis after another. 

The next order of business was to set 
the distributor and tune the carburetors— 
not much of a job, yet it took us from 
noon to five p.m. and still the car was not 
running smoothly. To save the battery, we 
towed it, stopping every block while Pete 
adjusted the distributor or tinkered~ with 
the pots. First we noticed that one air 
damper failed to work when tightened down. 
It was fixed. Then the car insisted on 
blowing back thru the carburetors which 
was not corrected until much later.. Then 
and always it just plain did not get up 
revolutions as are required for racing. 

By five o’clock we decided to start off 
anyway, hoping that the bugs would dis- 
appear as we went along. Driving at thirty- 
five, stopping every ten miles to make un- 
satisfactory adjustments, we reached a sev- 
enty-mile coffee stop by eight. Time not 
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only was catching up with us... it was 
passing us by at an alarming rate. And 
still the car did not settle down to the 
‘smooth running machine that Morris Gar- 
ages intended it to be. 


Back on the road again, feeling rather 
disheartened about the whole thing, Andy 
and I suddenly noticed that Pete, riding 
ahead in the MG, was trying to read the 
instruction manual as he drove at the snail 
pace of thirty-five. We threw the Mercury's 
spotlight on the book so that Pete would 
not have to strain his eyes too badly, and 
with this he found what he wanted. A min- 
ute later the MG cut sharply into a large 
truck station, Pete found the operator, and 
after a short conversation, drove up under 
a flood light at the back of the station. 
_As we pulled alongside, he yelled, “Eureka” 
(a good California expression—it is the 
state motto) and then told us of the prize 
boner of the year. In replacing the timing 
chain, Pete had counted the number of links 
between the two marking points on the 
crankshaft gear and the camshaft gear and 
then had calmly put the chain on counting 
the same number of links . on the 
opposite side of the gears. 


Do you know.,how much is involved in 
removing the timing chain from one of 
these mechanical masterpieces? It means 
taking. off the radiator, pan, dog nut, and 
timing gear cover, and we did it in three 
hours complete, with the help of one flood 
light, two flashlights, and three flares. Sure 
enough, the timing chain was on backwards, 
and why the car ever ran is a mystery to 
all of us (we had advanced all of the plug 
wires one position). By three a.m., with 
the car ready to roll again and with some 
250 miles to go, we realized that we no 
longer had time to drive at break-in speed. 
What was needed now was break-neck run- 
ning. Pete took out like only an MG will, 
with Andy and me in hot pursuit in the 
Mercury. Now, we thought, our troubles are 
over, if only we can get to Pebble Beach 
in time for some practice laps. 


With only a hundred miles of break-in 
driving on the rebuilt engine, I had mental 
motion pictures of expensive noise develop- 
ing like rods thru the block, pistons thru 
the heads, etc., but to the credit of MGs 
I must say that the poor mistreated dog 
took the beating in its stride and is still 
running well. 


Coming down off Questa Grade north of 
San Luis Obispo and tacking high, Pete 
“went into a mild left corner when sudden- 
ly a huge column of smoke belched from 
the car. We were some thousand yards be- 
hind, and at first I thought the car was on 
fire. As Pete continued at a furious pace, 
we realized that something else caused the 
smoke, but what could it be? At a coffee 
stop a few miles on, Pete had the trouble 
resolved. When we had the head rebuilt 
we got a new valve cover gasket, but it 
was the type used under the cast aluminum 
valve covers and was not quite long enough 
for the steel type. Oil sloshed out on left 
turns, hit the push rod cover and the side 
of the block and vaporized. Had we known 
how much trouble that was going to cause 
us, we would probably have done some- 
thing about it then, but— 


Rushing into Monterey we got a motel, 
bathed, rested a minute, ate, and hurried 
out to the track, arriving there at one 
minute to noon. I had called the course 
from the motel and was told that we were 
scheduled to enter the first event... the 
first event began at noon. Fortunately, 
there was an hour delay which gave us 
time to change oil, drop the baffle from 
the muffler, give the SU carburetors a last 
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“It means taking off the radiator, pan, dog nut, and timing gear cover, and we did it in 
three hours complete, with the help of one floodlight, two flashlights, and three flares." 


minute adjustment, and sign the release to 
drive on the course. 


Then, of all things, the starter shorted 
out and running without a fan it made 
serious complications. Pete was in last po- 
sition since we had not been present for 
the drawing of positions. It wasn’t a disad- 
vantage for Pete knew he would have 
to follow the other cars around the track 
for the first lap to find out where to go 
before he could really get on it. He had 
no time at all to memorize the turns... 
he would just have to guess at them and 
keep his fingers crossed. Shut-off points 
were something he would have to pick up 
as he went along. 


Andy and I stood in the pits nervously 
crossing and uncrossing our fingers as the 
starter dillied and dallied, introducing each 
of the drivers to the crowd. Pete, mean- 
while, would let the MG roll backwards 
down the slope from the starting line and 
then drive forward, attempting to blow a 
little air over the engine. As it was, the 
car started the race boiling, but had cooled 
down by the end of the first lap. We had 
tried to get the officials to permit a push 
to start, but it was no go. Yet there was 
one small consolation—the race was being 
run European style, that is, clockwise so 
that all the turns were to the right, and 
the car did not spew oil on right turns. 
Now I was having visions of how Ted Horn 
once raced on an unfamiliar track and won. 
But could Pete do it? He is not Ted Horn, 
that is for sure. 


To make this a truly interesting story, I 
should be able to relate that Pete went on 
to win, but Lady Luck, the fickle little girl, 
deserted us before such could happen. Just 
before the starting point there was a slight 
bend to the left and sure enough Pete sent 
out volumes of vaporized oil all whiffing up 
onto the starter. On the sixth lap we were 
flagged off the circuit. Thus ended Pebble 
Beach, for us, that is—or that was. 


The moral of this story is: Unless you 
are fool enough to enjoy working a month 
to run six laps of a twelve lap race, stick 
to something simple like chess and do not 
go into competition racing. Me? When is 
the Palm Springs Road Race? 


Ed. Note—A complete account of the Pebble 
Beach Road Race was carried in the Janu- 
ary issue. Winner of the final race was Phil 


Hill in a Jaguar XK-120. 


Time to start the first event .. . the MG is 
high on a grease rack. An hour delay in 
starting the race gave us time to get in. 


We made it! But Pete was flagged off the 
course on the sixth lap for throwing oil. 


ANTIQUE AND VETERAN 


by W. Everett Miller 


1903 FORD 


The model “A” FORDMOBILE, as it 
was called in the first advertisement, when 
the car was announced in July 1903, was 
the first product of the newly formed Ford 
Motor Co., altho three very different models 
had been hand-built by Henry Ford in his 
seven years of experimenting. 195 cars were 
produced in the last half of 1903 and 1513 
“A%s in 1904. With the detachable rear 
entrance tonneau it sold for $850, the same 
price as the single cylinder Cadillac which 
it resembled externally and which preceded 
the Ford by one year. This original model 
“A” Ford, however, boasted a horizontally 


opposed two cylinder, eight hp engine that— 


advertisements claimed “eliminates the vi- 
bration so noticeable in other machines.” 
Wait a minute—don’t laugh! If you are 
fortunate enough to have a ride in one of 


these cars today you will find the engine © 


as smooth as plate glass. 

The five-gallon gasoline tank gave the 
car a cruising range of 100 miles and top 
speed was 30 mph. With four passengers 
and 1250 lbs. of automobile its power to 
weight ratio was 231 lbs. per horsepower. 
No wonder that so much interest was mani- 
fested in hill climbing in the early days. 
From a cost of $1.47 per pound for this 
car, Ford’s price descended to 17 cents per 
pound in 1926, an all-time record. 

Two sets of dry cell batteries powered 
the ignition, and the planetary two speed 
transmission, made famous by the model 
T, was introduced on the 1903 “A”. A 
single chain drove the rear axle. 

It was this model that spelled the doom 
of the famous Selden patent and the A.L.- 
A.M. In the March 1904 Century Magazine 
the A.L.A.M. sounded a stern warning to 
buyers and makers of unlicensed cars, and 
on the other side of the page Henry Ford 
advertised “We agree to assume all respon- 
sibility in any action the Trust may take 
regarding alleged infringement of the Sel- 
den Patent to prevent you from buying 
the Ford—The Car of Satisfaction!” 


COVER PHOTO 


The 1903 Model A Ford pictured 
on this month’s cover belongs to 
Dick Teague, an industrial design- 
er, living in Los Angeles. He 
purchased the car from Walter 
Levino of Peekskill, N. Y., in un- 
restored condition. Original own- 
er of the car was a blacksmith in 
Tarrytown, N. Y., who had stored 
the car until recently, when car 
collector Levino obtained it. It 
took one year of work on the 
part of Teague to restore the car 
to its present condition. Practical- 
ly everything on the car is original, 
except the tires, baskets and rear 
seat upholstery. .The front seat 
upholstery is the original leather. 
COVER PHOTO BY AL PHILLIPS 


BLACK AND WHITE PHOTOS BY 
JACK CAMPBELL 
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MISC. RAMBLING 


by the 
TECH. ED. 


; Culminating many years of intensive de- 
sign and development work, automatic 
transmissions are now available on virtually 
every American make. Whether this situa- 
tion is good or bad remains to be seen. 
The enthusiast owner-driver will still prefer 
a good manually operated transmission, but 
such persons are claimed to be in the 
minority (I wonder?). After “sampling” 
most of these new automatic units, I feel 
that the “perfect transmission” is still a 
long way off. Aside from the high first 
cost, one should also consider cost of main- 
tenance and upkeep. Do not be misled by 
the “simplicity” of a cross-section view. 
This does not begin to show the total com- 
plexity of an installation. Ask to see the 
hydraulic and/or electric circuit diagrams, 
or better yet, the special servicing manual. 

The various new transmissions can be 
roughly segregated into 3 basic types. Group 
1 is the 4-speed “step” type, cushioned by 
a fluid flywheel. Chrysler offers one exam- 
ple of this type—“Fluid Drive,” which op- 
erates on the same principal as overdrive— 
(tho not automatic in the true sense). The 
well proven G.M. “Hydramatic,” using a 
series of automatic planetary gears, is an- 
other. Group 2 is the 5-element torque 
converter favored by Chevrolet and Buick. 
Here, low efficiency tends to be offset by 
one-way clutches which virtually turn the 
converter into a fluid flywheel as higher 
speeds are reached. A 2-speed and reverse 
gearset is provided, primarily to meet cer- 
tain state laws regarding hill descents. 
Group 3 transmissions are exemplified by 
Ford-Mercury and Studebaker which have 
simpler 3-element torque converters with 3- 
speed gearsets aft. I was disappointed with 
the “pick-up gear” feature of these two, 
it being similar to the kickdown of an 
overdrive with considerable lurch and bump. 

In contrast to the above, I recently drove 
a Ford-Allard 4-seater, equipped with a 
4-speed Cotal magnetically operated trans- 
mission. It is controlled by a small finger 
lever similar to the Bendix control of circa 
1936 (used by Cord and Hudson). There 
is a conventional clutch and you can drive 
in an absolutely conventional manner, or 
you can ignore the clutch (once under 
way) whereupon the action is similar to 
a Hydramatic without the “matic”; i.e., 
you can shift up or down whenever you 
choose. I have always wondered how much 
trouble it would be to convert the Hydra- 
matic to fingertip control. That would real- 
ly be something worth while! 

Watched a Cad-Allard have a go at the 
standing %4 mile a few weeks ago—15.22 
seconds . . . not quite equal to Roy Rich- 
ter’s Ford-Allard J-2 with small blower 
(14.79). Pay no attention to certain as- 
tounding 14 mile times turned in by hot 
rods at the Santa Ana Blimp Base. They 
are not made from a standing start, but 
instead, a “rolling start” is used . . 
which is useless for comparative purposes. 

Speaking of fast take-offs, I recently drove 
a ’34 Ford coupe powered with a Ford 6 
engine equipped with the new Madis F- 
head. Had no opportunity to clock it, but 
I would say it can do the standing-start 
quarter-mile in 17 to 18 seconds, which is 
pretty terrific for a coupe. This new head 
ig made of cast aluminum and the dual 
rockers operate 2-inch intake valves. Used 
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on a stock engine, 125 bhp is claimed, 
which seems reasonable, and no doubt much 
higher outputs can be obtained using mul- 
tiple carburetion, higher compression and 
a reground camshaft. 

Crosley’s new Super Sports Hot Shot, 
with 10 to 1 compression and water-alcohol 
injector as standard equipment, poses a 
neat problem for the Sports Car Club of 
America who, up to now, have not allowed 
such devices in competition. 

Several MG owners are talking about de- 
stroking enough to be under the 1100 cc 
class G limit, and then adding a super- 
charger . . . which puis them back in 
class F (1100 to 1500 cc) against their 
brother unblown cars. There are a few 
squawks about the regulations for the “little 
Le Mans” 6-hour race in Florida, mostly 
over the 2X displacement rule for blown 
cars. Personally, I think it’s fair enough— 
at least for a trial. Incidentally, the for- 
mula used for determining handicap dis- 
tance has ene very bad loophole. I tried 
it for a 125 cc race car (such as the new 
Italian F.C.B., which sells for $680) and 
the formula distance comes out at 112.5 
miles . . . a required minimum average 
speed of only 18.75 mph for the 6 hours! 
Should be a cinch to win if you didn’t 
get run over. 

There seems to be a great deal of interest 
in developing the 750 cc class for racing— 
mostly because of the availability of the 
neat overhead cam Crosley engine. We know 
of three cars that are well along in construc- 
tion, with several more contemplated. 

The following table of engine weights has 
been compiled to help special builders. The 
figures are known to be accurate (except 
those marked * which are guesstimates) 
and include clutch, flywheel and all-acces- 
sories such as fan, water pump, generator, 
starter, carburetor, fuel pump, etc. The 
second row of weight figures include trans- 
mission, as explained in the last column. 
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TABLE OF ENGINE WEIGHTS 


CU. WGT. WITH TRANS. 


ST 


MAKE MOD. 
Buick 40 248 700 
50 263 700* 
70 820 835 
Cadillac 1936-48 346 887 
1949-51 331 699 
Chevrolet 6 216 575 
Chrysler 6 250 634* 
8 823 827* 
DeSoto 6 236 625* 
Dodge 6 230 575 
Ford 4 119 342 
V-8-60 185 375* 
6 226 559 
V-8 221 525 
V-8 239 569 
Mercury V-8 255 580* 
Hudson 6 308 700* 
8 254 700 
Kaiser 6 226 565 
Jaguar XK-120 210 530 
Lincoln V-8 337 862 
Nash heads 172 435* 
as L head{ tt 
OHV 235 690* 
Olds Rocket 303 700 
Packard 200 288 765 
300 827 765 
160 856 920* 
Plymouth 6 217 574 
Pontiac 6 239 632 
8 268 697 
Stude 6 169 425 
vV-8 232 575* 
Willys L-4 134 425 
F-4 134 450* 
L-6 148 440 


IN. LBS. TRANS. 


TYPE 


3-Speed 
Hydramatie 
3-Speed 
4-Speed 


4-Speed 
4-Speed 
4-Speed 


Overdrive 
Overdrive 


8-Speed 
3-Speed 


3-Speed 
4-Speed 
Overdrive 
Overdrive 
Overdrive 
Hydramatic 
3-Speed 
Overdrive 
Overdrive 
8-Speed 
8-Speed 
8-Speed 
Overdrive 


Overdrive 


Above, the Alfa Romeo coupe with low, 
beautiful lines. The air intake retains the 
traditional Alfa center grille, flanked by 
auxiliary air scoops for ample cooling area. 


At left, the length of the Alfa is emphasized 
thru sloping rear deck and long hood. 
Aluminum paneling is used thruout, as in 
most Italian designs, lowering the weight. 


The Latest 
from Pinin Farina 


Pinin Farina needs no introduction to 
readers of Road and Track. Here are two of 
his latest creations, an Alfa Romeo coupe, 
and a Chrysler sedan; both with different 


appearance than his usual semi-production 
bodies. 


At left, the Chrysler looks high and old- 
fashioned compared with the Alfa, yet pos- 
sesses many interesting features. The novel 
window outline is most predominant, lavishly 
trimmed in chrome to suit purchaser's taste. 


Below, the grille is simple and practical, 
avoiding the ugly ‘massive’ look of the 
American Chrysler front. It seems that every 
year American manufacturers: have a con- 
test to see which car has the most chrome. 


iy: 
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285HP GMC ENGINE! | 


WAYNE F. HORNING PRODUCES MODIFIED STOCK 
ENGINE FOR RACE AND SPORTS CARS 


by John R. Bond 


Just three years ago, Wayne Horning in- 
troduced his “Wayne” cylinder head for the 
Chevrolet engine, and since that time Wayne- 
Chevrolet converted engines have demon- 
strated that this basically sound engine has 
just as much, if not more, potential for de- 
veloping high outputs as the ubiquitous 
Ford V-8. 

Now Mr. Horning has gone a step further 
and, using the GMC truck block as a start- 
ing point, has developed a complete racing 
conversion, available in much larger dis- 
placements than the Chevrolet. 

Let no one deprecate the choice of a GMC 
block. In racing parlance, an engine is no 
better than the ability of the “bottom end” 
to stay “put.” The GMC block assembly is 
well designed, with large bore, short stroke, 
sturdy connecting rods, a very rigid crank- 
shaft, and large-size bearings of copper-lead 
alloy. Given the ability to “breathe,” thru 
large valves and ports, plus stamina at high 
rpm and you have high horsepower. The 
Horning designed and built cylinder head 
is available in compression ratios of over 
12.5 to 1 and has large valves which still 
permit adequate water jacketing around the 
valve seats. Consequently, the “breathing” 
ability is more than sufficient for speeds up 
to 5500 rpm, which is about the limit for 
push rod actuated valves in an engine of 
this size. 

On a carefully calibrated dynamometer 
(using a beam scale for direct torque read- 
ings) the power curve shown was obtained. 
This curve was run with straight methanol 
alcohol as fuel, and the points are not flash 
readings. An additional run was made with 
10% nitro-methane added to the fuel, giv- 
ing a flash reading of 290 bhp, and a sus- 
tained output of 285 bhp at 5000 rpm—held 
for 30 seconds. Hence, the Horning guaran- 
tee of “over one horsepower per cubic inch” 
.... this particular engine had 274 cu. in. 
displacement. Incidentally, Horning says 
that these bhp readings could not be sus- 

- tained until he switched to Grant piston 
rings. 

Both International Formula I and Indian- 
apolis rules allow 275 cu. in. (4500 cc) as 
a maximum displacement for unsupercharged 
engines, and the potential of this engine for 
Indianapolis can be appreciated when it is 
realized that the 270 Meyer and Drake en- 
gine develops between 300 and 325 bhp at 
5000. The real accomplishment of the Horn- 
ing engine is, however, that the cost of all 
this horsepower is not more than one-fourth 
of the conventional 4-cylinder Indianapolis 
engine and, furthermore, the lighter recip- 
rocating weight and lower piston speed of 
the smaller cylinders should actually insure 
even better durability. The weight of this 
GMC conversion (without flywheel) is under 
500 pounds, so very little if any weight pen- 
alty is entailed. 

The smallest GMC basic engine is offered 
in 3 displacement sizes, using 3-bore sizes, 
2 crankshafts, and 2 blocks. All other parts 
are interchangeable. This line-up, plus other 
displacements available, is shown in the fol- 
lowing tabulation. 

All possible combinations of bore and 
stroke are not shown, and virtually any bore 
from 39/16 to 315/16 can be used with 
either of the two crankshafts. Of interest to 
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sports car enthusiasts is the 4,944 cc version 
which falls into class C by FIA ruling. With 
say 225-250 bhp available (on gasoline) and 
at least 100 pounds less weight, the Cadillac- 
Allard domination in this field could be at 
an end. 

Aside from the variety of sizes available 
with this new engine, there is also consider- 
able choice in other ways. Illustrated is the 
“all out” version which gave the horsepower 
figures previously mentioned. This uses six 
Injector type carburetors, often erroneously 
referred to as “fuel injection” (true fuel in- 
Jection requires individual metering pumps, 
timed to squirt either into the port or di- 
rectly into the cylinders only during the 
suction stroke —somewhat similar to the 
diesel injection system). Also shown is the 
special accessory group developed by Horn- 
ing, which drives the dual oil pump, water 
pump, and distributor at the front end. This 


(Continued on page 28) 


The Wayne Horning GMC engine showing 
accessory installations and 6 injector type 
carburetors. This is the ‘‘all-out'' version. 


DISPLACEMENT 


BORE 
3 9/16 


STROKE 
3 13/16 


CU. IN. 
228.0 


CE REMARKS 
3738 GMC “228” Model 


3 23/32 3 13/16 248.5 


4074 GMC “248” Model 


3 25/32 4 269.5 


4418 GMC “270” Model 


3 29/32 Sy SYA 274.1 ' 


” 


4494 Horning “Indianapolis 


3 15/16 3 13/16 278.5 


4566 


Horning Option 


3 15/16 4 292.2, 


4791 Horning Max. Recom. 


4 4 301.6 


4944, 


Has been done 


The alternate installation of conventional side-draft carburetors on special manifolds. The 
Wayne Horning cylinder head is a 12 port design, with intake and exhaust on opposite sides. 


The BRM in action. Very light suspension uses compressed air. Road holding is excellent. 


Changing the BRM's spark-plugs, which is, 
on a l6-cylinder engine, a really long job. 
The box atop the engine contains three series 
of spark-pluge with different thermal ranges. 
A good pit crew is important to success. 


Very simple disposition of instruments in the 
BRM. At the center is the electro-magnetic 
tachometer, at left inside is the double ther- 
mometer for water and oil. On the floor is 
the five-ratio transmission gear selector. 


B.R. 
at 
BARC 


Comparison Between 


BRM 1500 cc Blown 
& Ferrari 4500 cc at 
the Last 1950 Race 


by Corrado Millanta 


The 1950 Pena-Rhin road race was really 
important and particularly interesting be- 
cause of the presence, at Barcelona, of the 
Ferrari unblown 4500 cc cars, which had 
already seriously menaced (at Monza, Italy) 
the blown cars, and the two British BRMs. 
This race interest was not only the result of 
the reappearance, with great pomp, of real 
British Grand Prix cars,** but also by the 
foreseen and expected competition . . . as 
always in Formula I races . . . with brand 
new cars designed in two entirely different 
directions, which are: the 41/-litre unblown 
car (Ferrari) and the 11/-litre blown one 
(BRM) that may well be the last 11/-litre 
supercharged Grand Prix car to be designed. 


The Ferrari 4500 ce specifications are: 12- 
cylinder 60° vee, 4493 cc displacement, 80x 
74.5 mm bore and stroke, compression ratio 
of 14.5 to 1, 330 hp at 6200 rpm, piston 
speed of 3031 feet per minute, 73.5 hp per 
litre, dry weight of 1570 pounds, and a 
power/weight ratio of 434 pounds per hp. 


About the BRM: it was created by co- 
operation of 120 British specialized compa- 
nies. One of them, the well-known Rolls- 
Royce, built the supercharger and many en- 
gine components. One of its outstanding 
characteristics is the division of capacity 
(1500 ce in 16 cylinders), which is a record 
in this case, because never has there been 
a Grand Prix engine with such small cylin- 
ders. The displacement of a single BRM 
cylinder is only 94 cc, which is very small 
in comparison with one well-known pre-war 
Grand Prix car, the Mercedes 8 cylinder 
125 of 1937, which had 710 cc displacement 
per cylinder. It is also interesting, as a mat- 
ter of comparison, to notice that notwith- 
standing the high speed of the BRM en- 
gine—11000 rpm, the piston speed is only 
3445 feet per minute. Because of the very 
short stroke of 48.6 mm (49.5 mm bore), 
this p.s. is less than the Mercedes, which 
had a 94 mm stroke and a piston speed of 
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Ascari, the winner of Pena-Rhin race with 
the new Ferrari 4500 ce unblown race car. 


3543 feet per minute at only 5800 rpm 
(which is half of BRM’s rpm). 


One of the most interesting features of the 
BRM is the supercharging system. The 
blower is not a Roots, but a centrifugal one. 
This choice, for a car to be used in Euro- 
pean races, is amazing at first consideration 
because it is well-known that a centrifugal 
supercharger, even tho it gives more power 
at maximum rpm than the Roots, is not 
suitable for rapid deceleration followed by 
thunder-like accelerations. 


Therefore, at speedways like Indianapolis 
where a simple circular course allows the 
engines to run always at practically the same 
speed without being under a series of in- 
terrupted accelerations, a car equipped 
with a centrifugal supercharger could be 
very much indicated, but it is an entirely 
different matter when we talk about Euro- 
pean road racing circuit. Rolls-Royce en- 
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gineers have, however, added to the cen- 
trifugal supercharger a disposer which would 
give, and this is the most important char- 
acteristic of the whole car, in low and me- 
dium ranges the same power or even sore 
than the Roots, yet retaining its ability to 
provide the highest boost at maximum range, 
due to the Roots requiring more power to 
drive than the centrifugal one, especially if 
it is used in a two stage design. Judging by 
the results of the Pena-Rhin race, however, 
this higher output seems to exist more in 
theory than in practice. 


By a careful examination, the BRM 
seems, in its conception, to be the most ad- 
vanced and detailed blown race car yet 


Ferrari i2-cylinder 4500 sc unblown engine. 
The big air intake has been removed, reveal- 
ing the three Weber dual carburetors. 


built, but unfortunately, very complicated. 
The complication also means, in this case, 
excess weight. In fact, it is said by some, 
and perhaps not without justification, that 
this car weighs about 900 Kg (1984 lbs), 
much to the exasperation of the engineers. 
It is to be remembered that the Mercedes 
model 125 weighed only 750 Kg (1653 Ibs 
without tires), being a blown car, powered 
with a 5660 cc, 646 hp, 5800 rpm engine. 
The BRM is rated at 400 hp, but by com- 
paring its speed with that of the Ferrari 


(Continued on next page) 


The BRM Y-I6, 1500 cc engine with centrifugal supercharger. Theoretical output of 400 hp @ 
11000 rpm—double overhead cams. The supercharger can not be seen. Crankshaft and con- 
necting rod bearings are thinwall. Altho designed for fuel injection, it is temporarily using 
two carburetors. With Roots type 2-stage blower, output could be 480 hp, "The Motor" says. 


WW 


4500 ce at Pena-Rhin, we have seen that 
the 400 hp of BRM is only in theory. But 
even accepting the enormous figure (more 
than 265 hp per litre), the power/weight 
ratio would be very low if one uses the 
rumored weight of 1984 pounds... 4.96 
pounds/hp. The Ferrari 4500 cc (330 hp, 
1565 pounds) has an actual 4.74 pound/hp 
with an efficient and reliable engine. This 
figure is slightly lower in the Alfa-Romeo 
engine, Model 158-159. We see then, that 
the complicated design of the BRM does 
not seem to be justified, particularly in 
view of the new Ferrari 4500 cc, which is 
less expensive and lower in fuel consump- 
tion*?, as demonstrated in the Monza and 
Barcelona races. 


However, it remains true that the BRM, 
if in perfect condition and fulfilling design 
expectations would be the most potent car 
of today’s Grand Prix race. Even if it does 
have more weight per horsepower than Fer- 
raris and Alfas, we believe that, as probably 
is the idea of its engineers, its engine would 
be sure, especially in the middle rpm range, 
to develop more horspower than the com- 
petitors, obtaining in consequence not only 
more speed, but also more acceleration, 
which is more important for the European 
races. 


Now the results of Pena-Rhin competition 
are the following: 


Details of BRM front suspension of trailing arm design. Notice the 
beautiful steering arm, an excellent example of diligent, elegant and 
expensive work. The three leading shoe brake is completely un- 
covered. Note riveted joint of light alloy wheel rim. A rare photo. 


During practice 


Ferrari 


Better times than BRM. No mechanical dif- 
ficulties at all. 


BRM 


Time inferior to Ferrari. The car driven 
by Parnell suffered broken rods in the rear 
left 4 cylinder group. 


During the race 
Ferrari 


Three cars took the lead at the start and 
arrived in the first three places, in very good 
condition, without stopping for gas or for 
tire changing. Speed: 11 mph faster than 
the BRMs. 


BRM 


Parnell’s car, which early in the race was 
in 4th place behind the three Ferrari, re- 
tired on the second lap due to a broken 
supercharger drive. The BRM driven by 
Walker was delayed by several stops and re- 
tired before the end of the race. It should 
be noted that the 3rd Ferrari, driven by 
Taruffi, had an engine of only 4080 cc dis- 
placement, yet it made a time equal to the 
4500 cc model driven by Serafini. This 
would indicate that the Ferrari 4500 cc cars 
were not at the maximum effort. 


The 1951 racing season promises to be 
really interesting. in both sports and_tech- 
nical aspects. We hope that the BRM, dur- 
ing the winter season, will be perfected be- 
cause Alfa Romeo is working on a new 8 
cylinder 1500 cc model, and on the old 12 
cylinder engine of 1500 cc which has never 
made its appearance in a race. About Fer- 
rari, after the first satisfying results of their 
unblown engine in 1950, they are working 
to improve the 4500 cc unit by employing 
dual ignition. Not only that, but by the 
sketches we have seen, it is possible that 
Ferrari will build a 4500 cc engine with 
dual overhead cams. They say that Mercedes 
is preparing to return to racing with 1500 
and 2000 cc models. There will also be the 
debut of the OSCA 4500 cc, now under 
construction by the Maserati brothers. 


*1 Objectively talking, the ERA cars cannot 
be considered as really Grand Prix cars, be- 
cause they were built in 1935 to fit the voi- 
tuette class rather than the Grand Prix for- 
mula of that time. They qualify for today’s 
Formula I races just by coincidence, being 
used in several postwar Grand Prix races, but 
always without a possibility of winning. The 
last British Grand Prix car was the Sunbeam 
of 1923/24 ... a 2 litre blown car, 6 cylinders, 
developing 138 hp at 5500 rpm. It won the 
French Grand Prix at Tours in 1923 and the 
Spanish Grand Prix at San Sebastiano in 
1924, 


*2 The lewer fuel consumption is important 
because a pit stop for fuel of one minute dura- 
tion can lose over a mile to a close competitor. 


BRM universal joint, rear suspension and brake. Like the front, the 
rear brake is completely uncovered. Suspension is classic de Dion. 
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ustom Styling elelalaie 


STUDEBAKER 
BY GOERTZ 


Line after line, and row after row of 
gleaming new Studebakers. . . . such was 
the sight which greeted Albrecht Goertz each 
day as he joined other members of the Ray- 
mand Loewy organization in their task of de- 
signing future rows of Studebakers. This 


monotony precipitated the “Goertz,” a custom 
Studie. 


Returning to the original concept of the 
coupe—most “coupes” of today are actually 
two-door sedans—Goertz recaptured the in- 
timate closeness which has leng since been 
lost in production design. Overall height was 
reduced by lowering the seats and top a 
corresponding amount. A new hood line 
dives low between the front fenders to 
meet a simple but effective mesh grille, giv- 
ing a very European appearance. 


To provide performance appropriate to 
the design, a Mercury engine, somewhat 
hopped-up, was installed. 


Having now established himself as an in- 
dependent industrial designer, the car is of 
great assistance in publicizing the name 
“Goertz”. . . . many people believing it to 
be a popular European make. 
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in a 
Road 


Race 


by Grampaw Throttlebottom 


The best driver is he who wins at the 
slowest speed. Leave us now fire her up, and 
blat off from the pits, having taken a cow- 
ardly look over our shoulder to assure that 
Bonzo is not just passing at full bore. (So 
you think that’s not a necessary reminder? 
Hah! ) 

The racing car, like your family Super- 
Gomflopper, may be maintained at less cost 
if, when cold, it is warmed up gradually. 
This does not, in the racing car, mean just 
the engine, but also the gear-box, prop-shaft 
universals, back-axle, wheel bearings and a 
host of other brittle bits, all more or less 
subject to the need for lubrication, and to 
a varying degree benefited by the avoid- 
ance of high revs when cold. Bear in mind 
that the pinion gear is travelling past the 
ring at 6000 rpm when the tach indicates 
this in high gear. A lovely, warm engine 
means nothing to the back end on a brisk 
March day. 

So let us depart with discretion, and due 
reverence for the O.A.T.,* making the first 
lap with modesty. The excuse of babying 
the car will also serve to cover your own 
need to “warm up” yourself. It is a great 
truth that an inexperienced driver will make 
better time during the race than he did in 
practice. Only the hardened hand can pro- 
duce faster time in practice than in the race, 
which is as it should be. 

The best driver is he who wins at the 
slowest speed. 

After a few laps, the driver’s sense of 
timing is better geared to his actual pro- 
gress, and only then is he ready to really 
pour on the coal and ascertain his “cutout” 
points. This is because the average normal 
citizen is accustomed to driving at speeds 
up to 60 and 70 mph, but only rarely does 
he experience three-figure speed. Imagine 
yourself limited 99.9 per cent of the time 
to 30 mph and ask yourself how reliable a 
judge of speed and distance you would he 
at 70, given no time to “practice”? Now, 
who wants to step up to the bolide and 
crack off with a “cold” qualifying lap? 

There are old racing drivers, and there 
are bold racing drivers, but there is a great 
shortage of old, bold racing drivers. 

Once the car is warmed up, you are 
warmed up, the hazard on the back-stretch 
you didn’t know about has been observed, 
the quantity and quality of fellow circuit- 
lappers has been noted, and you have dis- 
carded the new pair of goggles that seem 
not to fit any more, you are ready to “creep 
up” on your cut-out points. 

The cut-out point is the key to “going 
like hell.” Without a cut-out point you are 
not only dangerous and erratic, you are 
slow, brother. Your cut-out point is the place 
where you are going to remove your foot 
from the accelerator and place it firmly on 
the brake pedal, that is, you are going to 
do this if you plan on getting around the 
corner in one piece. Of course you can for- 
get your cut-out point and live thru it by 
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How to Drive... 


abandoning immediately all idea of getting 
round the corner; instead, driving perfectly 
straight up the “escape road” (which should 
be a straight continuation of the road you 
have been coming along). Every respectable 
road-racing circuit should have an_ escape 
road at each abrupt turn. Bends will rarely 
have escape roads, but escape roads are 
essential at right-angle turns, if the circuit 
is to be considered reasonably safe. In 
short, wherever heavy braking must be re- 
sorted to, the organizers should plan on pro- 
viding an escape road, or there is going 
to be trouble. 

In the event then, that there is any doubt 
in your mind about your making the turn 
safely, use that escape road; that’s what 
it is for. Now so you won’t need to use the 
escape road, which will involve stopping, 
turning around, driving slowly back to cir- 
cuit, and waiting until it is clear before 
proceeding back into the race, let’s select 
those spots before each turn, beyond which 
you can no longer expect to brake the car 
in sufficient time to reduce its speed from 
the 100 per you have been making, to the 
minus you must be making, at the apex of 
that corner. 

This might be a good time to admit that 
even Nuvolari slows to 30 when the turn is 
so sharp he can’t make it at 31. More on 
this, later. It is surprising how much pres- 
sure one can exert on a brake pedal, given 
sufficient motive. In your day-to-day driv- 
ing, you will never use this pressure except 
when you are having a wreck. It is pressure 
very much on that order that we refer to, 
when we say “heavy braking.” 

So you must expect to explore most of 
the escape roads around the circuit, in quest 
of that “last, last point,’ during the official 
practice period. While you need not be 
ashamed to use an escape road during the 
race, during practice, well, you will meet 
some of our best people up there! 

May we assume then, that you have thus 
discovered that such-and-such point is just 
too darned near, and that such-and-such 
other point is needlessly far away, assum- 
ing “heavy braking.” You will also have 
discovered that not the least among desir- 
able handling qualities in a car, is its abil- 
ity to withstand heavy braking without 
wagging its tail, swapping ends, or develop- 
ing “judder” of the front wheels, (a par- 
ticularly vicious form of wheel tramp cur- 
able by relieving the braking pressure, and 
settling for the “E.R.”**). You will have 
further discovered that a car under heavy 
braking is unstable, to a large extent, in 
a manner reminiscent of the instability of a 
very powerful, light machine when accelera- 
ting. In short, the car seems to sway, and 
does indeed strain to alter course, as 
bumps, etc., bounce it about. So, under 
heavy braking, you must be ready to cor- 
rect all of the incipient skids that are crying 
to be born under your rear wheels. (If the 
car is exceptionally front or rear-end heavy, 
these bad tendencies will become vicious.) 

So now you know where the “last” cut- 
out point is, and it should be marked in 
your mind with reference to some object 
clearly visible as you approach at speed. 
Unfortunately, that convenient telegraph 
pole, tree, sign, etc., is never quite where 
you would like it, but generally you can 
find a marker sufficiently close to your 
point so you can gauge it with extreme 
accuracy. S. C. H. Davis, the inimitable 
“Casque” of the British motoring magazine 
Autocar drew a wonderful cartoon, showing 
the plight of the driver who “picked a cow 
as a cut-out point.” It is only necessary to 
add that spectators are equally unreliable, 


so be sure the marker you have selected 
cannot be moved during the course of the 
race. 

So much for the “last” cut-out point. 
Obviously, you cannot drive like that for 
the whole duration of the race. Even if you 
could stand the physical strain, (some drivers 
undoubtedly can and even do) the car, 
unless it be a very remarkable full Grand 
Prix machine, will probably be unable to 
cope with such punishment. Certainly the 
average “raceable”’ sports-car will develop 
brake-fade after a few laps of steady “heavy 
braking” into each acute turn. 

Generally speaking, brake-fade is a pro- 
duct of heat, and the brakes may he 
“heavily” used in proportion to their ability 
to dissipate the resulting heat. A “stock” 
brake is seldom able to withstand more 
than one or two such applications, a superior 
modern brake may take more. Ribbed drums, 
ventilation-ports, “Alfin’” drums, etc., etc., 
will all permit increased brake loading. 
Speed affects the heat build-up very severe- 
ly, and successful testing of brakes at 60 
or 70 mph will not be any assurance that 
they will stand 100 mph. Likewise, a short 
or twisty straight, which limits your ap- 
proach speed to 60 instead of 100, will per- 
mit you to “use” more brakes on that par- 
ticular corner without seriously impairing 
their efficiency. 

The best driver is he who wins at the 
slowest speed. 

It has been said that the good drivers 
bring their cars in “tired” at the finish of 
a race, not “shot” and not “unused.” You 
may expect to use all the components of 
your car to the limit of their ability when 
pressed, but these limits must be viewed in 
light of the length of race, the possibility 
of your being seriously “challenged” at a 
later stage of it. etc., etc. 


One Obvious Point 


One rather obvious point might as well 
be made right now. Your cut-out point 
should still be sufficiently far from the apex 
of the corner, even the cut-out point intended 
for use under the heaviest braking, to allow 
ample time in which to get your right foot 
off the brake pedal so the front wheels are 
able to steer. This simply means that you 
will discover your car is unsteerable if you 
attempt to wrap the wheel hard over with 
the brakes full on. Even at the slow speed 
of 25 mph, “steering” with the brakes on. 
is singularly unrewarding. The car simply 
plows ahead, straight for the straw, regard- 
less in what direction the wheels are cut. 
Should you ever find yourself in this silly 
predicament, take your foot off the brakes, 
and you will at least slide sideways off the 
road instead of pitching off head first. Four- 
wheel drag being twice as good as_two- 
wheel drag, and the side of your car being 
less expensive than the front, you may pre- 
fer to swat the former. Besides, there’s al- 
ways the chance you may yet make it, with 
maybe a mild bump from a bale. Fear not 
to turn over, assuming you are really down 
to 25 mph. At that speed you should have 
ample time to duck under the scuttle. 

At this point, we have negotiated the 
straightaway, survived some heavy braking, 
gotten our foot off the brake pedal, and 
in fact, are all set to “position” for the 
corner (with some space left to “position” 
in, naturally!). 

This is the time to regard some of the 
attached drawings. As will be seen, the 
driver appears to be a devotee of the axiom: 
“a straight line is the shortest distance be- 
tween two points.” Such is not actually the 
case, however. The reason it is “right” to 
follow the course shown in Fig. 2 and 
“wrong” to follow that indicated by Fig. 1 
is because of the instability induced by 
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Figure | 


Figure 2 


swaying the car. You do not follow the 
route in Fig. 2 to save distance so much as 
to keep the machine as “quiet” as possible, 
as “undisturbed” as you can, 

This is all so because the great truths 
about cornering are intimately connected 
with the interplay of two forces. The first 
of these is centrifugal force. It is the force 
which causes a stone to be projected straight 
out when the string it was tied to, and 
which was swung violently around your 
head, is broken or cut. The other force, 
which balances the “outward urge” is tire 
adhesion, or traction. Obviously then, a style 
of driving which eliminates all unnecessary 
deviation from the straight line, is not only 
easier for the driver, but creates a relative 
increase in traction. Put simply, the car is 
more stable the less you horse it about. 

At 70 mph the car feels as does one driv- 
en on gravel at 40. At 90 mph the car 
feels as does one driven on snow at 60. 
At 130 mph the car feels as does one driven 
on ice at 70. Needless to say, these are 
approximations intended only to convey a 
general impression of the driver’s respect 
for the low tractive forces and the high 
inertia forces experienced at speed. 

It is obvious that if a very sharp. corner 
be taken at high speed, the centrifugal 
‘force will be far greater than the restrain- 
ing tractive effort of the tires. The tractive 
effort is the product of the area of tread 
actually in contact with the ground (about 
four to six square inches per wheel) times 
the weight on that wheel. In theory, a knife 
edge should have the same tractive effort 
as a tennis-shoe, assuming the former were 
loaded with compensating additional weight. 
In practice, the motion, and consequent in- 
duced bouncing of the wheel over the im- 
perfectly “level” road, cause first one and 
then another portion of the tread to be 
in contact with the ground, while most of 
the rest of it is at one instant or another 
just batting the breeze. Large section tires 
are often resorted to (even dual rear wheels, 
for hill climbs) because under certain con- 
ditions they have the practical effect of 
increasing traction. But that is a practice 
which should not be accepted without re- 
striction, as a panacea. Often, a larger sec- 
tion tire results in poorer handling qualities, 
as for instance, when used on the front 
wheels of an M.G. 

After the tires (and, surely, the rest of 
the car) have been “forced centrifugal-wise 
(toward the outside of the bend) beyond 
their tractive ability, the modern sports or 
racing car will probably slide rather than 
turn over. As a matter of fact, the modera 
American sedan would probably slide too, 
as their centers of gravity have actually 
been very substantially lowered in the past 
twenty years. Let’s just say that after your 
tires have gone on strike, the car will slide 
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sideways, unless the center of gravity is so 
high that it has tipped over even while the 
tires were still gripping. Even in an Ameri- 
can sedan then, there is not much chance 
of “turning over.” These cars do that, in 
seemingly increasing numbers, but in almost 
every case, while it was skating madly side- 
ways, its wheels got caught on a curbstone, 
ditch or such-like immovable obstacle. 


But in your sports-car you will start to 
slide, and as has been said, towards the 
outside of the corner. The outside because 
the car has “momentum,” meaning that it 
wants to keep on going in the direction it 
has become accustomed to, and assuming 
you have entered the turn from a straight- 
away, that direction will be a prolongation 
of the straightaway. The slide will continue 
until the speed has gone down enough for 
the tires to grip again, and the car sudden- 
ly re-commences to answer the helm. 


The Inevitable Penalty 


Sliding is the inevitable penalty of en- 
tering a turn faster than your car can get 
around it. If Nuvolari’s car loses traction 
at 31 on a 30 mph corner, you may be sure 
that Tazio will be in a slide. There is no 
ju-ju whereby you can avoid this natural 
law of physics, even though you be a clean 
young American hero and sexy as the devil. 
Grand Prix drivers, you may be amazed to 
know (I was), slow for the sharp bends a 
lot more than most of us do! They slow 
down so darn much that they simply poop 
around without even a squeal; remember, 
we are talking of slow corners like the 
club-house turn at Bridgehampton, or the 
turn at the end of Main Street at Watkins 
Glen. The assumption is that in a 300 mile 
race, this is so much easier on driver and 
car, not to mention tires, and so little 
slower than a full power-dice. that they have 
elected to ease around and then settle down 
to exploit their tremendous acceleration. 
(They also thunderously use their brakes.) 


If you find yourself in a slide, the quick- 
est and happily, the easiest remembered 
cure, is to ease your throttle foot a bit. 
Technically nut, this tends to shift the dy- 
namic c.g. forward, increasing traction of 
the front (steering) wheels, but not affect- 
ing the “lighter” rear wheels because their 
rotational force is reduced by the slacken- 
ed throttle. In a front-wheel drive car, the 
brave pilot will find himself in a pretty 
pickle. If he starts to slide, the cure is to 
step on the gas, making the spinning front 
(steering) wheels attempt to drag him 
around. But having increased his speed, 
he has increased his centrifugal force, and 
slides all the more. This goes on until the 
corner is made, or the car runs out of road. 


Ease Up! 


As one’s foot on the throttle is eased, 
the car should become immediately docile, 
providing one’s speed is only a mile or two 
faster than proper, the sort of error we 
most frequently make. But then there is 
Bonzo to consider, who has attacked a 
right-angle at 60. First, he slides; outward. 
Depending on his car’s c.g. location, the 
car will swing broadside to the straight he 
is attempting to leave, or swap ends and 
do some fancy motoring in reverse. (If the 
c.g. is too far forward, it will likely spin 
like a top, inscribing wondrous black. tire 
marks on the paving.) Let’s assume his car 
is pretty well balanced, and we find Bonzo 
touring sideways at 50. After a while, even 
the best bred car will begin to swap ends, 
assuming no hay has intervened. If he takes 
his foot right off the gas, the tendency will 
be greater. Now the driving books teil you 
to “turn into a skid,” which is a hell of 
a rule to try to follow when you are hay- 
ing one. The better rule is “steer where 
the car wants to go.” The object is to 
“absorb” the excess centrifugal force at 
the expense of roadwidth (which you are 
giving up to obtain temporary relief). On 
a right turn you can’t make, turn the wheels 
to the left. The normal tendency of the 
car to let its tail get there first will have 
positioned your rear wheels farther out than 
your front ones, nine times out of ten. Now 
step on the gas. With the wheels cut to 
the left, your tail wagging near the outside 
ditch, and the rear wheels rotating furious- 
ly, as they scrabble at the paving, you have 
become: Gus Gasket, Demon of the Dirt- 
Tracks! (a form of hero). 

Anyway, it will get you round, maybe. 

What is more likely, because your side- 
ways progress has been made at consider- 
able frictional expense, you will be going 
much slower, by the time you assume the 
“AAA stance,” than you think. So slow, 
in fact, that a juicy jab on the throttle 
will cause you to accelerate gloriously, 
from a position facing the inside curb, with 
your wheels cut sharp left, to a position 
facing the outside curb, the tail of your 
car haying screeched into another slide in 
the exact opposite direction. 


At this point, a lot of novice drivers just 
say the hell with it, and plummet right on 
thru the hay bales on the outside of the 
corner. 


What has been described is called “over- 
correcting,” and if you find yourself in that 
situation, just repeat the antidote you “over- 
did” the first time, (but, naturally, in the 
opposite direction) and keep right on 


fightin’ °em, Son. You may get away with 
it all yet! 
(Continued on page 24) 
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"At this point, a lot of novice drivers just say the hell with it, and plummet right on thru the 
hay bales on the outside of the corner." 
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Stabilimenti 
FARINA 


The Stabilimenti Farina organization be- 
gan in 1906 as a simple artisan shop. Soon 
automobile body work began to take the 
place of horse-drawn carriage building. 
Among the bodies constructed in the old 
days was one on the Grigherd chassis with 
electric engine. Afterwards they built on 
Peugeot, and de Dion chassis, and after 1907, 
the “Zero Fiat,” Diatto, Ceirano, etc. 


These first models had wood spoke wheels, 
while the body was made of wood frame- 
work on which were put hand-wrought metal 
sheets. The fenders were also made by hand 
without any of the modern tools. Little by 
little, construction techniques were improved 
and changed, interrupted by the two World 
Wars, when custom work is entirely stopped. 


During the last war, the factory was work- 
ing on war production, and was _ severely 
damaged in bombing attacks. In 1945, 
during the reconstruction period, they start- 
ed again to build “Carrozzerie” with many 
special designs for automobile companies 
thruout the world. 


Most of Stabilimenti Farina’s records, in- 
cluding photographs of their early work, 
were destroyed in the war, and therefore, 
only post-war cars are featured on these 
pages, except for the 1920 Isotta Fraschini. 


This clean-lined coupé is the Lancia Aurelia V-6. One of the world's most 
advanced designs, the Aurelia coachbuilder's chassis is popular in Italy. 


The Jowett Javelin Jupiter chassis is used in 
this coupe recently completed. The Jupiter's 
original front grille treatment is retained. 
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© present day designs. 


The Ferrari, italy's fastest car, is fitted with Stabilimenti Farina's 
2-seater cabriolet body. Low and light, this body attains beauty 
thru simple, functional design, and excellent hand workmanship. 


Henry Ford II is proud owner of the Mercury coupe 
above. Specially built to his order, it was exhibited at 
the Turin show. It will soon be delivered to the U, S. 
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ROAD RACING BOOMS IN SOUTH AMERICA 


CURRENT SEASON WILL FEATURE MANY INTERESTING 
EUROPEAN CARS & DRIVERS IN NON-FORMULA RACES 


by Dr. Vincente Alvarez 


Argentina’s racing fraternity was literally 
spellbound as the announcement was made, 
late.in 1946, that a choice group of Euro- 
pean race drivers had been signed up to 
compete in a series of road races. While 
European aces had paid a few visits here, 
they never got to actually compete, as their 
cars would not fit our type of racing, and 
their performances amounted but to mere 
exhibitions. In 1925, the late Italian Cham- 
pion Piero Bordino, in a 2-litre Fiat, made 
some sprint runs on a highway, and Hans 
Stuck, in 1932, brought a beautiful big Mer- 
cedes, which he found unsuited for competi- 
tion on the roads to be used. 


With the advent of the Continental-styled 
road course races in the late 30’s, the op- 
portunity was at hand to add some Euro- 
pean color to local contests. It wasn’t until 
1947, however, that our public was offered 
what they had been looking forward to for 
so long. A new breed of road course drivers 
had developed here in the meantime, and 
European “specials” became a familiar sight 
in every race. Local pilots were eager to 
gauge their ability and improve their tech- 
nique by competing against Continental 
maestros. Public reaction to the first Inter- 
national series, run early in 1947, was defi- 
nitely favorable, and these annual series 
soon became an institution; attendance, at 
present, being in the neighborhood of a half- 
million spectators for a single race. While 
many—too many—aspects are still liable to 
serious criticism from the genuine race en- 
thusiasts, these series made it possible to 
watch closely European race drivers . . . the 
cream and the others, too .. . and some of 
their latest race cars (the good ones and the 
others, too) in action. 


The illustrations give an idea of the fine 
collection of race cars brought over by Eu- 
ropean invaders in recent years. Some of 
them proved to have real race potential, 
while others were a plain disappointment. As 
no engine size limitation has ever been en- 
forced for these races, and the road courses 
differ extremely from one another, any com- 
parative summary of performance yalues in 
standard terms would be a freak one. It 
is evident, however, that the 2-litre, 2-stage- 
blown Ferrari have excelled so far in speed 
and maneuverability. They are seemingly 
destined to another clean sweep next year, 
unless some other make produces a reliable 
challenger. It could be Alfa Romeo, in spite 
of their smaller engines (1.5 litres) . . . the 
owners of Alfa—let alone the drivers—are 
supposedly determined to put an end to Fer- 
raris winning streak. 


So far this season, one race at Parana has 
been won by Fangio in a 2-litre Ferrari. Sec- 
ond was Gonzales in another Ferrari, fol- 
lowed by Pian in a Maserati. Average speed 
was 45.88 mph. 


Three Lago Talbots are due to arrive in 
December for a 500 mile race at Rafaele. 
They will be driven by Fangio, Gonzales, 
and Rosier. 
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It appears that full scale operations by 
either Ferrari or Alfa Romeo teams are not 
expected this season, tho many individual 
Italian cars will participate. 


South America would welcome American 
participation in these road races in the fu- 
ture, should any suitable cars be available. 


The present international crisis has placed 
improvement of Pan-American relations on 
the priority list. South Americans love sports 
and greatly admire the participants. With a 
single race drawing half-a-million spectators 
(twice as many as Indianapolis), how could 
we find a better method of building good- 
will and prestige than to have the Stars and 
Stripes flying at the South American con- 
cours to announce the presence of a Grand 
Prix team from the United States? —Editor 


1948 Maserati 8 CL 3 litre 


1948 Maserati 1500 cc 2 stage 


Giuseppe Farina 
Aldo Ruggeri 


1948 Ferrari 12 cylinder 2 litre 
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Maserati 4 cylinder 16 valves 1947 Maserati 4 cylinder 8 


A i valves 1947 Maserati 6 cylinder 1500 cc 
Villoresi Carlo Pintacuda 


Gatcomo Palmieri 


: 


Alfa Romeo 3 litre Type 308 1949 Ferrari 1500 cc single stage 1950 Talbot 4!/, litre "Lago" 
Pierre Wimille Giuseppe Farina Louis Rosier 


Simca 1300 cc “Gordini” 1948 Alfa Romeo 4600 cc 12 cylinder Achille Varzi 


Maserati 1750 cc 2 stage 1950 Ferrari 2 litre 2 stage Alberto Ascari 
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Nardi 
ee 750 97 
Coupe 


Nardi and Co. is best known in Italy as 
a manufacturer of two carburetor manifolds 
for automobile engines. They might be 
called a “Speed Shop” here in America! 

Located in Turin, just a stone’s throw 
from the Lancia factory, they also are en- 
gaged in the construction of many special 
500 ce and 750 cc sports and racing cars. 
The “750” Coupe is one of the most recent 
Nardi products. One of the smallest “hard- 
tops” yet built, it is unusually beautiful 
when compared to the Fiat, Morris, Crosley, 
et al. The 2-cylinder horizontal opposed 
engine is air cooled. It is based on B,M.W. 
design but is built completely by Nardi. 
The latest models have the intake port at the 
front, exhaust at the rear (opposite to 
B.M.W.). This permits cooler air to enter 
the carburetor, resulting in greater volu- 
metric efficiency. This cute little coupe is 
one of the best streamlined designs ever 
built on a short wheelbase. 


Above left, the original series of Nardi 750 
cc competition sports car with open bodies. 


Left, the latest 750 cc car shown as it won 
a recent Italian hill climb at Susa-Moncenisio. 


Below, the beautiful aerodynamic coupe built 
on the identical 750 cc tubular Nardi chassis. 
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The extreme lowness of the coupe is shown graphically as designer 
Enrique Nardi stands beside it for comparison. Height is about 48". 


Above left, the side view of the coupe 
compared to a 1949 Chevrolet Fleetline. 


Left, excellent tubular chassis of the Nardi 
"750" has exceptional rigidity and low weight. 


Onlookers are amazed by the small size of the Nardi alongside the 
Chevrolet, even in Turin, where low, sleek cars are commonplace. 
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500 CLUB 


Shortly after the start of the F.3 race at the Nurburgring, Germany. The leading Monopoletta 
has already passed and is followed by the two Coopers, a French D.B., another Monopoletta, 
and others. Note the large number of spectators in the grandstands and along the course. 


Above, the Monopoletta F.3 race car, showing the location of the two-cylinder BMW engine. 
The horizontal placement of the cylinders greatly aids in cooling, the major problem with 
air cooled racing engines. Below, the front suspension of Monopoletta. Note wire wheels. 


GERMAN F. 3 
“MONOPOLETTA" 
WINS 2 RACES 


The most important German Formula III 
car, from a design standpoint, is without a 
doubt the “Monopoletta.” It was introduced 
in the summer of 1950, winning the German 
Grand Prix hill climb held at Freiburg and 
the road race at the Nurburgring. These two 
victories by Monopoletta, with different driy- 
ers at two classic races, where, besides the 
best German Formula III cars, the well 
known British Coopers participated, are very 
important. This is shown by foreign orders 
for 15 cars just received by the builder, 
Mr. Polensky. The German champion of 2000 
ce sport cars before the war, Polensky built 
in 1946-47 the first Formula II car with a 
Type 328 BMW engine, rear mounted. With 
the assistance of Eckhardt, he is now build- 
ing Formula II cars, creating in just a few 
months this car, which is one of today’s 
best cars with a 500 cc unblown engine. The 
BMW motorcycle engine has been chosen 
as it is best suited for Formula III because 
of the horizontal placement of cylinders, 
which makes possible a lower center of 
gravity and also better cooling of cylinder 
heads which come laterally out the body. 
The monocylinders (Norton, J.A.P., etc.) 
also the vertical twins, (Triumph, DKW, 
etc.) have very difficult cooling problems 
because the cylinder itself can’t be out of 
the body as in the BMW. The choice of a 
motorcycle engine for F.3 (Formula III) cars 
vather than the 4-cylinder 500 cc automobile 
engine (as Fiat “Little Mouse”), is because 
of its lower weight, being air cooled. 


The Monopoletta engine develops 45 hp 
at 7500 rpm. The weight of the complete 
car is 584 pounds. Top speed is 99 mph. 
The front grille is just for esthetic looks. 
Even for climbing races this “F.3” car is 
very much superior because of its power/ 
weight ratio of 13 lb./hp, which is very 
low for a car of that type. For a comparison 
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At right, the rear suspension of the Monopo- 
letta "500". The heavy duty shock absorber 
and suspension arms are arranged similarly to 
the British Cooper. The cockpit of the Mo- 
nopoletta is neatly arranged, with the steer- 
ing wheel removable for easy entry and exit 
from the car. A "knock-off" hub holds the 
wheel on a splined shaft, for quick removal. 


we like to point out that at Freiburg Hill 
climb, the average speed by Pietsch, the 
winner, on a blown Maserati-Milan car, 
G.P. formula I, was 54 mph, while the 
Monopoletta made the same 7.5-mile race 
at 47 mph. The Monopoletta final drive 
isn’t like many F.3 cars (which use a 
chain), but by drive shaft, differential and 
cardan shafts. The front and rear suspen- 
sion, with large telescopic shock absorbers, 
is by transverse leaf spring above, and oscil- 
lating arms placed below. Both the spring 
and the arms are covered with sheet metal 
fairings. Fuel tank capacity: 10.5 gallons. 
Wire spoke wheels have Rudge hubs and 
Borrani special light alloy rims. The wheel- 
base is 7634 inches and the track 47%. 

Another interesting F.3 car is the 
“Scampolo,” the first German car built 
specifically for this category; its latest mod- 
els have the BMW two-cylinder engine in- 
stead of the DKW vertical two-cylinder, 
two-cycle, water cooled unit. The power/ 
weight ratio is theoretically close to the 
Monopoletta’s, but the Scampolo is inferior 
in speed and acceleration. The photos show 
that it is a smaller car than Monopoletta. 
Until June 1950, Scampolo was considered 
the best German F.3 car. 

Meanwhile, the races for F.3 cars are be- 
coming very numerous in Europe, and even 
in Italy now they are building several mod- 
els of monoposto cars with unblown 500 cc 
engine. So the 1951 F.3 races will see: 
British, French, German, Dutch, Swiss and 
Italian cars. The most important thing 
about these cars is the low price; conse- 
quently, we see an increasing number of 
cars in each succeeding race. This results 
in a better balance of power, also gives a 
better show to the spectators, who are guess- 
ing all the time till the end about the win- 
ner. Naturally it will be a very good idea if 
the race organizers will choose short tracks 
with short stretches and many curves. In 
fact, while this kind of car doesn’t mean 
much to those who like the G.P. “F.1” cars 
‘at 90-100 mph and better, the easy driving 
of F.3 cars, which enables them to take the 
curves at high speed, is the feature of these 
cars which most people will enjoy. 

—CORRADO MILLANTA 


Road and Track is attempting to bring 
together all 500 cc enthusiasts in the UES! 
Inquiries are being grouped according to 
geographical location, and a listing of those 
interested will be compiled. If you wish to 
be included on this list, notify us immediate- 
ly: 500 CLUB, Road & Track, Box 110, 
Glendale, California. : 


Above, center, the Scampolo F.3 car, as first 
designed, with water cooled DKW two-cycle 
engine. The radiator is located in the front. 


At right, the BMW installation now used in 
the Scampolo. Note the de Dion type rear sus- 
pension, and integral differential-gearbox unit. 
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HOW TO DRIVE 
(Continued from page 15) 


Next time around, still assuming Bonzo, 
who never assumed anything but his clothes, 
try “correcting” that first slide a bit more 
gently. What? You just thudded into the 
hay-bales backwards and bent your lovely 
car? 

Why do you think we call it a 25 mph 
corner? 

At this point one of you jumps up and 
says: “Fine, fine, but what about numerous 
experienced drivers who assume the “AAA 
stance” before they reach the corner, who 
scream around in that attitude, and straight- 
en out on the following straight, going twice 
as fast as us?” All in good time, gentle- 
men, and this is it. If you do just that, 
you will gain. Remember though, the G.P. 
drivers apparently don’t think it’s worth the 
effort on really slow corners. They save 
that stuff for the faster ones, which we 
are about to approach. 

In order to get the car into a “drift” 
before the corner, it is only necessary to 
be going a bit too fast, and to urge the 
steering wheel over so that if you kept per- 
fect traction, you would mount the inside 
curb. Actually, you will experience the un- 
nerving sight of say, a tree, about twenty 
feet this side of, and on the inside of the 
corner, exactly lined up with your radiator 
cap, while you are travelling at speed. But 
you will find that your direction of travel 
will (for a while) be perfectly straight 
down the road, the attitude of your carriage 
having very little to do with it. 

Now, to keep the car in the “drift,” you 
should apply throttle, with a delicacy most 
often reserved for “footy-footy” under the 
tavern table. Then as the point in the 
corner where the centrifugal force reaches 
its peak is nearly on you, (this point is 
called the “apex” of the corner) start pour- 
ing on the coal and delicately “correcting” 
with the steering wheel, by turning it in 
the opposite direction. 

Try, sitting in your chair, the arm and 
leg motions called for. As you pantomime 
these, the rhythm of it will make all this 
a lot easier to understand. A word of warn- 
ing, however: In order to get away with 
this sort of thing, you have to be right. You 
have to know your cut-out point, you have 
to know precisely how much to turn the 
wheel, inward, the first time, in order to 
set the drift. Bear in mind that the amount 
you turn the wheel, and the rate at which 
you turn it, both affect the result. A jerky 
little twist can throw you into that long, 
long slide. A slow, large turning of the 
steering wheel can (ha! ha!) have the 
same effect. But it is true that one com- 
plements the other; if you are jerky, don’t 
turn the wheel as far as if you are lazy, 
but the best way is turn it just the right 
amount, smoooothly. 

Now, once the drift is set, you better 
be coming right in with the next step as 
promptly as an actor answers his cue and 
that is meant to mean so promptly that it 
is almost an interruption. 


The Next Step 


Usually the next step is a reversal of the 
steering-wheel turning, still frightfully 
smoothly, the only guide being that it is 
usually a bit less than you turned it to 
set the drift (unless your car is a floppy- 
limbed dog, and there are plenty of such). 
Then, exactly the right progression of throt- 
tle-opening must follow, nicely timed so it 
is wide open just at the “apex” of the 
corner, with further correction as you get 
into the next straight, to keep things quiet. 
It does take skill. 
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It is well here to add that stock Ameri- 
can steering gear ratios are so low, mean- 
ing that you have to turn the wheel so much 
to get any answer from the road, that this 
sort of thing is highly dangerous in such 
a car. In addition, the soft springing, tires, 
etc., the bad seating position and the glor- 
ious sound-proofing, will make you feel 
like a man on the moon, trying to race 
by remote control, without feel or even 
prompt response. This is why the Sports 
Car Club of America, for instance, frowns 
on stock cars in road races. Once they 
get into trouble it is very nearly impos- 
sible for a novice to straighten them out. 

But if you are driving a car with good 
balance, no steering-wheel play (none!) a 
high “rate” steering, meaning you get a 
lot of front-wheel motion for relatively 
little wheel winding, a car with a good 
seating position from which you will not 
be flung loose, good visibility and (not the 
least) a perfect accelerator linkage, light 
yet. without lost motion, and a steady throt- 
tle-foot, you can actually “feel” the car’s 
attitude and you will almost instinctively 
“know” what to do. If the turn is a fast 
one, remember to do everything sooner and 
more, than seems proper, to you. There 
was never a better axiom for road racing 
corners, than “too little, too late, spells dis- 
aster.’ The reason is that if you consist- 
ently cut the wheel and apply the juice, 
just a little more than is proper, you can 


Figure 3 


always control the effects (given a safe car) 
by correction with the wheel, coordinated 
with relaxing of the throttle-foot. But if 
you are sluggish, and do everything too 
timidly and too late, you are going to be 
in bad trouble. 


The best rule is to creep up on this 
“nower-sliding” by degrees, in which way 
you will develop the necessary delicacy of 
touch, for at a speed just barely fast enough 
to induce the weeniest amount of drift, 
you can’t horse around with either wheel 
or foot without charging straight off the 
inside of the road. We are going on 
the theory that you are alert and have the 
benefit of sight and hearing, as well as 
elementary sense of balance, all of which 
faculties will fortunately conspire to make 
you “afraid” to try any obviously asinine 
manoeuvres. That “fear” is not to be put 
away ruthlessly. It is your own common 
sense telling you that if you attempt to 
jump from the top to the bottom of a 
flight of stairs in one step, you will fall 
on your head. 


Another good way to become familiar 
with power-sliding, is to seek out a loose 
gravel or dirt surface, where you can get 
all the effects at one-half speed. Snow is 
also good, providing it is smooth, and un- 


derlain with a good hard surface. Unfor- 
tunately, such places are all public high- 
ways. Ice is to be deprecated. The co-ef- 
ficient of friction is so low that it is large- 
ly a waste of time. 

By the time you become so adept at 
power-sliding that you might be called a 
“maestro,” you are ready to consider the 
effect which bumps have on your art. The 
effect is, frankly, disastrous. The car steers 
so inefficiently when one or both front 
wheels are airborne, that bumps, particular- 
ly on fast bends, can be terribly serious 
hazards. Not only is displacement of the 
front wheels in effect, but the dynamic 
balance of the entire machine can be up- 
set, and that power-slide, brother, is pure 
dynamic balancing! 

Also beware of an “off-camber.” Camber 
is the roundness of the surface of a road, 
which is designed that way so the rain will 
roll off it and not sit there eroding pot- 
holes. The inside of most turns then, slopes 
to the inside and the outside, slopes to the 
outside. You want to get on the inside, 
and as nearly as posible, stay there. How- 
ever, if you are using the entire width of 
the road, as you may, you must reckon on 
more instability as you come out of a high- 
ly cambered bend, than you had in the 
middle. Fortunately, the apex, where you 
will have to bear the greatest “outward 
urge,’ is where you are trying to cut as 
closely to the inside as possible, again in 


Figure 4 


an effort to keep the machine stable. 

Thus we are brought to positioning, for 
a simple right-hand ninety-degree corner. 
Note the diagrams. Fig. 3 is wrong, and 
Fig. 4 correct, not because you are saving 
distance, laudable as this may be, but be- 
cause you are trying to keep the centrifu- 
gal force down (or at least have it build 
up smoothly so the tires can retain their 
rapidly weakening grip to the uttermost). 
Those abrupt changes of direction in Fig. 
3 will each induce an immediate skid, 
which would have to be corrected with op- 
posite helm and power, and the entire ef- 
fect would be to make you waste time. 
Of course if you wrench the wheel and 
do nothing else, you will spin. Note the 
somewhat less abrupt change of direction 
in Fig. 4, whereby the “drift” is set, after 
which you want to keep everything as 
smooth as_ possible. 

Finally, it must be admitted that the above 
is only the Primer on cornering. If you 
use this much instruction you will have 
the basis of knowledge on which to build, 
thru experience, a more advanced tech- 
nique. From here, experience is the best 
teacher. 


* Outside Air Temperature 
** Escape Road 
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PHOTOGRAPHY 


EXPOSURE PROBLEMS 
Conducted by Karl A. Barleben 


One of the very first facts the budding pho- 
tographer must learn in relation to exposure 
problems is this . . . the light we see by is not 
entirely the same as that which affects the pho- 
tographic film! To be specific, ultra-violet 
light, which is invisible to the human eye, is the 
light which most strongly affects the photo- 
graphic film. It is, therefore, easy to appreciate 
how wrong human judgment of photographic 
light values can be, and why a reliable exposure 
meter should be regarded as a necessary part 
of the photographic equipment. 

Fortunately, all films have what is termed 
“latitude”. . . the ability to automatically com- 
pensate for variations in over- and under-expo- 
sure. Were it not for this happy faculty, pho- 
tography as we know it today would certainly 
not be the relatively easy thing it is. Profes- 
sional photographers with years of experience 
behind them like to pride themselves on their 
ability to do without exposure meters. Up to 
a point they are quite successful, it is true; 
nevertheless, let’s face it . . . were it not for 
the rather wide range of latitude in black-and- 
white films, they would be more often wrong 
than right in evaluating photographic exposure 
merely by judgment. 

Correct exposure takes into consideration vari- 
ous factors, among them being (1) the bril- 
liance of the existing light, (2) speed (or sensi- 
tivity) of the film in the camera, (3) shutter 
speed being used, and (4) lens diaphragm open- 
ing being used. Not infrequently we must of 
necessity choose a fast shutter speed ... to 
freeze fast action, such as at the races... in 
which case the lens diaphragm must be propor- 
tionately opened to compensate for the light 
loss created by the fast shutter speed. On 
other occasions, the lens diaphragm must be 
closed down in the interest of gaining addition- 
al depth of focus. In this case, a slow shutter 
speed must be used in order that the correct 
exposure value be preserved. 

Practically all exposure meters made in the 
United States now use A.S.A. (American Stand- 
ards Association) film speed values, and this 
system should, for the sake of uniformity, be 
used by all photographers. Each film is as- 
signed a specific value which refers to its speed 
or sensitivity to light, and obviously the ex- 
posure meter must be adjusted for this speed 
before a correct exposure reading can be made. 
This information is provided with all films and 
exposure meters. 

The most popular meters are of the electric 
cell type . . that is, they incorporate a cell 
which is sensitized to light and which is con- 
nected electrically to a dial which gives direct 
readings in either photographic values and/or 
foot-candles. Such meters are entirely auto- 
matic in their operation and require no bat- 
teries since the cell is energized by the light 


senistive coating. In short, the cell converts 
jight energy into electrical energy. 
Another meter is the “extinction type,” 


which depends upon a strip having graduated 
amount of translucence and visual interpreta- 
tion of it. Such meters are naturally less costly 
and, if intelligently employed, can be almost 
as accurate as the electric type. 

A third type of ‘‘meter’’ is the calculator 
type; a simple card with several rotating dials 
on it, which is consulted after setting for the 
correct light condition and film speed. Calcu- 
lators of this type are usually priced at only 
a quarter, and those made by Eastman Kodak 
are excellent as well as completely reliable. 

It must be realized that correct exposure is 
mandatory if good photographs are desired. 
True, it is possible to reduce over-exposed nega- 
tives, but these corrective processes are ex- 
tremely limited in their scope and can never 
hope to bring a poorly exposed negative to the 
quality and value of one which was exposed 
correctly to begin with. 

An electric meter is 
‘hould not be abused. 
heat and humidity, 
protective case for it. 

Color photography makes the use of a re- 
liabl2 exposure meter more necessary than for 
black-and-white film, since color film has a 
very limited latitude. Also, color film is more 
expensive, and it is indeed discouraging to get 
poor shots in color which are fit only to be 
discarded. 

The cost of a good meter is not at all exces- 
sive when you consider that (1) it will give 
faithful service indefinitely if properly cared 
for, and (2) it will save a lot of money over 
a period of time by making each exposure, 
color or black-and-white, count and avoiding 
poor results. Since many of the shots the 
average car enthusiast is interested in are of 
subjects which can never be duplicated A 
such as races and trial runs... it is worth 
every effort and expense to assure perfect re- 
sults the first time. 
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rather delicate and 
Avoid direct sunlight, 
and provide a_ suitable 


MG-CITROEN 
SPECIALISTS 


¢ CITROEN GEAR BOX SPECIALISTS 


¢ COMPETITION ENGINE EXPERTS 
¢ COMPETITION BEARING WORK 


e ENGINE BALANCING 


Our specially trained staff will be glad to 
discuss with you any engine problems and 
to give you expert advice. Out of state 


work is cordially invited. 


SPORTS CAR, LTD. 


3377 W. Olympic Blvd. 
Los Angeles 19, Calif. 
RE. 9518 


CAMERA FANS 


KARL A. BARLEBEN 
Camera Editor of 


ROAD and TRACK 
The Motor Enthusiasts’ Magazine 


has been making pictures for more 
than 25 years. He chooses the world- 
famous: 


GEVAERT 
FILMS and PAPERS 


for the most dependable and 
consistent results. 


for complete literature 
See your local photo 
dealer, or write direct 
to: 


THE GEVAERT COMPANY 
OF AMERICA, INC. 


423 WEST 55th STREET, NEW YORK 19, N.Y. 


150 N. WACKER DR., CHICAGO 6, ILL. 
6370 SANTA MONICA BLVD., LOS ANGELES 38 


GEVAERT (CANADA) LIMITED 
345 ADELAIDE ST. W., TORONTO 2-B, CANADA 


EQUA-FLOW 


EXHAUST SYSTEM 


FOR 1949-1950 


}-OLDSMOBILE 
- 88 and 98 


by relieving Back Pressure in 
the Stock Manifolds and Sin- 
gle Muffler System. The 
BELOND Exhaust System in- 
cludes Exhaust Headers, Ex- 
tensions to Mufflers, choice of 
Muffler combinations (see 
Coupon), Left Tailpipe and all 
necessary Bolts, Clamps, Gas- 
kets and Instructions. 


Actual Tests show a 10% INCREASE 
IN HORSEPOWER OUTPUT at the 
wheels on a NEW 1950 OLDSMO- 
BILE 88. 

This is the Best Single Im- 
provement you can make on 
your Oldsmobile 88 or 98! 


11039-49 


Please ship at once: 


gg and 98 

Exhaust System sony 
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CHEVROLET 
Speed Manual 


Chevrolet engines and complete de- 
tails for hopping them up. Covers 
1937-50 models. Dynamometer tests 
and tables showing how to add 
100 horsepower by adding 
inexpensive reworked stock equip- 
ment. Complete data on G.M.C. 
truck engines. Section on Buicks. 


over 


Actual horsepower increases shown 
step by step on experimental en- 
gine. 


$2.00 postpaid 


4611 York Blvd. Dept. RTC-2 
Los Angeles 41, California 


Aellings phir Pillters 
rx SPORT CARS 


o 6 6 6 for MG, chrome. bon- 
nets, non-restricting, comes com- | 
plete with installation bolts. ¢ 
Hellings #M-125........ $4.95 each. } 


..... for JAGUAR 
Custom built to fit XK-120, cop- 
per mesh filterpack, chrome bon- 
nets. Get the best for your Jag 
...ask for #J-165....$8.75 each. ; 


sunabie HELLINGS CO 


is unable 
To ee 11423 Vanowen St. 
North Hollywood, 


oe : ORDER DIRECT 

Chromeplated CHAMPION Sparkplugs $1 each 

Swiss VERTEX Magnetos from $95 
Ps hes ccm ee 


“MISS XMAS?” 


STILL TIME if you missed getting your free copy of our 
HOLIDAY LISTINGS as advertised in December and Jan- 
uary issues. WRITE NOW for these SUPER HOLIDAY 
SPECIALS! They will be sent back to you VIA AIR MAIL, 


so hurry. 


POWER & SPEED Phone AR. 78283 


L 11431 Santa Monica Blvd. 
AUTO PARTS Los Angeles 25, Calif. 


EQUIPMENT : 13 
CUSTOM CHROME —— Ae 
ACCESSORIES oy 


hd inti / Bach IJshuc0 Onder We have a limited supply of back issues at 


3D) h. oes 
ONE YEAR $3.50 1 Two years $6.00 ~ © “Cor Complete set of 12—$3.50. 
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ROAD & TRACK, BOX 110, GLENDALE, CALIF, ISSUES NOT LISTED ARE SOLD OUT 


FOR SALE 


1935 AUBURN CONV. CPE. Dual 
Ratio, radio, heater, paint, tires, 
excellent. Car is in show room con- 
dition. $595. William Koch Jr., 
1729 N. 68th St., Milwaukee 13, 
Wisconsin. 


Simplified 
*RE HERE AT LAST! New 
pee for Building the Fastest Boats in the 
World. We now have a cone hoe 
leek racing boats from (oJe) 
heard te 20 foot ineoats a pgs: 
new illustrated catalogu é 
eee cer 25¢ to CHAMPION BOATS, 
Box 7006 20-B, Long Beoch, California. 


NOW Fraser Offers 
¢ CAMS by NORDEN, 


Precision-ground to give you 
the performance you want. 
¥ AND—MORE POWER AND SPEED 
FOR YOUR V-8 AT A PRICE YOU 
CAN AFFORD 


with the 


FRENZEL 
Supercharger 


. $183.75 fe, Tx 


Included 


—and this low price in- 
cludes everything: truck 
water pumps, pulleys, V- 
belts, gen. bracket, fit- 
tings, nuts, holts, etc. 


FOR V-8’s—NORDEN 180° CRANKSHAFTS 


Send 25¢ in coin or stamps for our PISTON 
DISPLACEMENT WALL CHART and handy 
pocket PISTON SPEED CALCULATOR, 


WARREN FRASER’S CUSTOM ENGINE SHOP 


5853 W. Washington Blvd., Culver City 53, Calif. 
The parts you want or the complete engine 
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Accela-Brake 


The recently announced Accela-Brake 
automatic braking system intrigued the 
Road and Track staff and it was decided to 
give one of the units a thoro testing. The 
installation on a Ford coupe (the same car 
on which the Frenzel supercharger was test- 
ed) required half a day. When first using 
the system, it was a little confusing, there 
being a tendency to move the right foot to 
the brake pedal when stopping. This is 
similar to the reaction of the left foot when 
first driving a car with automatic transmis- 
sion. Once accustomed to the unit, the safety 
and ease of the system can be better appre- 
ciated. Over 4,000 miles were put on the 
Accela-Brake fitted car. 


On a car with normal brake system, it 
takes a fraction of a second to transfer the 
right foot from the accelerator to the brake 
pedal . . . at 60 mph the car covers a dis- 
tance of 55 feet during this short interval. 
This transfer time is, of course, eliminated 
with the braking system fitted to the accel- 
erator pedal and increased safety is obtained. 


Brake linings of extra hard and durable 
material may be fitted when using this sys- 
tem, lengthening the period between re- 
lining. 

There is a dashboard control with which 
the unit may be disconnected, thus restoring 
normal brake operation use. It is advised 
that this be done when others not familiar 
with the system are likely to drive the car, 
such as parking lot attendants. 


An interesting possibility is the use of 
this unit in road racing. This should, theo- 
retically, make possible a later shut-off point 


FOR YOUR '49-’S0 
FORD OR MERCURY 
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Tested! 


on each corner, possibly saving a secend or 
two per lap. It was felt by the staff, how- 
ever, that the principal advantage of this 
unit would be realized when fitted to a car 
with automatic transmission, giving true one- 
pedal driving. 


In summary, it can be said that the 
Accela-Brake operated satisfactorily and was 
considered easy to use after overcoming the 
initial confusion of one-pedal operation. 
Mechanically, the system is well designed 
and relatively foolproof. 


Each individual must make his own deci- 
sion regarding the advantage of automatic 
braking for his own use, as it might be 
more suitable for certain cars and drivers 
than others. 


Dual Carburetion 


High Compression Heads 


FOR FURTHER INFORMATION 
SEE YOUR DEALER OR WRITE 


EDELBROCK EQUIPMENT CO. 


4921 W. Jefferson, Los Angeles 16, California 
wTTTTT Tilt LL LL Lele 


THE PICO WHEEL COMPANY 


We service wire wheels 


We can cut your present wire wheels 


down to 16 inch or 15 inch 


1120 West Pico Blvd., Los Angeles 15, Calif. 
PRospect 3527 


BOB STELLING 


548-R W. Broadway Glendale, Calif. 
Phone Cltrus 3-8622 


@ Manifolds @ Gear Boxes 


e@ Headers e Oil Breathers 
Write for Literature 


WAYNE F. HORNING 
ENGINE CO. 


GMC Engine—Full Race Equip. 


3206 Fletcher Dr., Los Angeles 65, Cal. 


SHERIDAN AND BODLEY 


8515 W. PICO 
Phone CRESTVIEW 5-1557 


PRECISION REPAIRING ON 
ROLLS ROYCE, BENTLEY 
AND OTHER FOREIGN CARS 


SEND 25¢ FOR = 
CATALOG, INCLUDING /<QGééas 
INFORMATION FOR ~~ 

STARTING A SPEED [mm 


JACKET EMBLEMS 
BOX 1074, STUDIO CITY 2, CALIF. 


CHEVROLET 
Speed Manual 


Chevrolet engines and complete de- 
tails for hopping them up. Covers 
1937-50 models. Dynamometer tests 
and tables showing how to add 
over 100 horsepower by adding 
inexpensive reworked stock equip- 
ment. Complete data on G.M.C. 
truck engines. Section on Buicks. 
Actual horsepower increases shown 
step by step on experimental en- 
gine. 


$2.00 postpaid 


4611 York Blvd. Dept. RTC-2 
Los Angeles 41, California 


ror SPORT CARS 


eee e for MG, chrome bon- 
nets, non-restricting, comes com- 
plete with installation bolts. 

Hellings ##M-125 ..._... $4.95 each. 


..... for JAGUAR 
Custom built to fit XK-120, cop- 
§ per mesh filterpack, chrome bon- 
nets. Get the best for your Jag 
-.-.ask for #J-165....$8.75 each. 


is unable HELLINGS CO. 
o supply 

Cot 11423 Vanowen St. 
Chromeplated CONVERS eee North Hollywood, 


Swiss VERTEX Magnetos from $95 1 
REEDS s Calif. 


“MISS XMAS?” 


e STILL TIME if you missed getting your free copy of our 

HOLIDAY LISTINGS as advertised in December and Jan- 
Ne, uary issues. WRITE NOW for these SUPER HOLIDAY 
SPECIALS! They will be sent back to you VIA AIR MAIL, 


so hurry. 


WER & SPEED 
Fouleicai Phone AR. 78283 


CUSTOM CHROME —_- 11431 Santa Monica Blvd. 


ACCESSORIES 


Sell rink ay 7} Rack Jshuc0 Order We have a limited supply of back issues at 


SpCS06 Cee Bliwe veusceeee 35c each. Complete set of 12—$3.50. 

ae OO Feb. ‘49 May ‘50 L) Oct. ‘50 

STREET. O Feb. ‘50 (] June ‘50 CO Nev, ‘50 

CITY. ——— ZONE_____ state_____ L] Mar. ‘50 [1] Jul.-Aug. ‘50 [J Dee. ‘50 

SUCSS A E NA  G a Si  eme ne SFE TS = [ Apr. ‘50 1) Sept. ‘50 O Jan. ‘51 
ROAD & TRACK, BOX 110, GLENDALE, CALIF. ISSUES NOT LISTED ARE SOLD OUT 


FOR SALE 


1935 AUBURN CONV. CPE. Dual 
Ratio, radio, heater, paint, tires, 
excellent. Car is in show room con- 
dition. $595. William Koch Jr., 
1729 N. 68th St., Milwaukee 13, 
Wisconsin. 


tors—helical 
e, frictionles: 
to bro; 26 silej 


OT 
lolly 


INTERNAT! 


5670 Sunset Biv c 


wood, Calif. 


i fied 
*RE HERE AT LAST! New Simpli 

ee is Building the Fastest Boats aa we 
World. We now have a complete ne 
18 sleek racing boats from 6 is oe 
boards to 20 foot inboards. Why oe = 
for your new illustrated cotclogue 
Just send 25c to CHAMPION - by 
Box 7006 20-B, Long Beach, California. 


NOW Fraser Offers 
¢ CAMS by NORDEN, 


precision-ground to give you 
the performance you want. 
v¥ AND—MORE POWER AND SPEED 
FOR YOUR V-8 AT A PRICE YOU 
CAN AFFORD with the 


FRENZEL 
Supercharger 


$183.75 i433" 


—and this low price in- 
—Cludes everything: truck 
water pumps, pulleys, V- 
belts, gen. bracket, fit- 
tings, nuts, bolts, etc. 


FOR V-8’s—NORDEN 180° CRANKSHAFTS 


Send 25¢ in coin or stamps for our PISTON 
DISPLACEMENT WALL CHART and handy 
pocket PISTON SPEED CALCULATOR, 


WARREN FRASER’S CUSTOM ENGINE SHOP 


5853 W. Washington Blvd., Culver City 53, Calif. 
The parts you want or the complete engine 


ROAD and TRACK, February, 1951 


Accela-Brake 


The recently announced Accela-Brake 
automatic braking system intrigued the 
Road and Track staff and it was decided to 
give one of the units a thoro testing. The 
installation on a Ford coupe (the same car 
on which the Frenzel supercharger was test- 
ed) required half a day. When first using 
the system, it was a little confusing, there 
being a tendency to move the right foot to 
the brake pedal when stopping. This is 
similar to the reaction of the left foot when 
first driving a car with automatic transmis- 
sion. Once accustomed to the unit, the safety 
and ease of the system can be better appre- 
ciated. Over 4,000 miles were put on the 
Accela-Brake fitted car. 


On a car with normal brake system, it 
takes a fraction of a second to transfer the 
right foot from the accelerator to the brake 
pedal . . . at 60 mph the car covers a dis- 
tance of 55 feet during this short interval. 
This transfer time is, of course, eliminated 
with the braking system fitted to the accel- 
erator pedal and increased safety is obtained. 


Brake linings of extra hard and durable 
material may be fitted when using this sys- 
tem, lengthening the period between re- 
lining. 

There is a dashboard control with which 
the unit may be disconnected, thus restoring 
normal brake operation use. It is advised 
that this be done when others not familiar 
with the system are likely to drive the car, 
such as parking lot attendants. 


An interesting possibility is the use of 
this unit in road racing. This should, theo- 
retically, make possible a later shut-off point 


Tested! 


on each corner, possibly saving a second or 
two per lap. It was felt by the staff, how- 
ever, that the principal advantage of this 
unit would be realized when fitted to a car 
with automatic transmission, giving true one- 
pedal driving. 


In summary, it can be said that the 
Accela-Brake operated satisfactorily and was 
considered easy to use after overcoming the 
initial confusion of one-pedal operation. 
Mechanically, the system is well designed 
and relatively foolproof. 


Each individual must make his own deci- 
sion regarding the advantage of automatic 
braking for his own use, as it might be 
more suitable for certain cars and drivers 
than others. 


THE PICO WHEEL COMPANY 


We service wire wheels 


We can cut your present wire wheels 
down to 16 inch or 15 inch 


1120 West Pico Blvd., Los Angeles 15, Calif. 
PRospect 3527 


BOB STELLING 


548-R W. Broadway Glendale, Calif. 
Phone Citrus 3-8622 


@ Manifolds @ Gear Boxes 


@ Headers @ Oil Breathers 
Write for Literature 


WAYNE F. HORNING 
ENGINE CO. 


GMC Engine—Full Race Equip. 


3206 Fletcher Dr., Los Angeles 65, Cal. 


SHERIDAN AND BODLEY 


8515 W. PICO 
Phone CRESTVIBW 5-1557 


PRECISION REPAIRING ON 
ROLLS ROYCE, BENTLEY 
AND OTHER FOREIGN CARS 


JACKET EMBLEMS 
SEND 25¢ FOR [ear 
CATALOG, INCLUDING / 
INFORMATION FOR xa 


STARTING A SPEED Laine 


CLUB IN YOUR CITY 


JACKET EMBLEMS 
BOX 1074, STUDIO CITY 2, CALIF. 
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FOR YOUR ’49-'50 
FORD OR MERCURY 


Dual Carburetion 


High Compression Heads 


FOR FURTHER INFORMATION 
SEE YOUR DEALER OR WRITE 


EDELBROCK EQUIPMENT CO. 


4921 W. Jefferson, Los Angeles 16, California 
PTTL LLL LCCC LL EEE TLL late 


OUT ACCELERATES 
THE OLDS 88! 


Tom Ruddy’s 1949 Plymouth is another 
typical example of what can be done 


with a minimum of equipment and 
expense. 

This car is entirely stock except for an 
ENGLE 34 cam, milled head and an 
Edmunds dual intake manifold. 


Performance data 
W !Idle—smooth and quiet at 450 rpm 
W Acceleration—O to 60 mph in 11.0 
sec. Ran thru Santa Ana Course at 
78.85 mph. 


WV Top speed — 103 mph Russetta 


Timing 
WV All tests were run on gasoline 


WRITE FOR FREE LITERATURE 


ENGLE RACING CAMS 


808 14th Street 
Santa. Monica, Calif. 
EX. 5-6201 


Now! The. Most Fabulous 
Road Racer In Auto History! 


1906 "Old 16” 
Locomobile 


$3.95 


Our scale model from the original “Old 16” now owned by 
Peter Helck, the well-known artist. Build this Vanderbilt Cup 
Winner! Length 10” when completed—newest “Old Timer” 
Antique Auto Set! Below we show 12 other “Old Timers”: 


aM oy cee 


191) BUICK "BHJG"--$2.50 1904 OLDSMOBILE $1.95 


x3) 
5 tld 7. 
Cr") 


1910 MODEL “T' FORD §2,50 


1911 MAXWELL--$2.50 


1903 RAMBLER - $2.50 


i Trg Laz 
G3 


1909 MODEL *T’ FORD $295 


wey 


1909 STANLEY Steamer 


cn , SRD 
1914 STUTZ 1911 MERCER 


a 1910 INTERNATIONAL 
BEARCAT — $3.95 HARVESTER — $2.95 RACEABOUT — $3,95 
Check “OLD TIMERS” You Want: 


1 1911 Maxwell $2.50 7 1911 Buick $2.50 


HOBBYISTS and Collectors want 
these nostalgic Antique Autos— 


(1904 Olds. $1.98 [1903 AFord $2.50 each one easy to assemble with 
(1910T Ford $2.50 [1910 Internat. pre-fabricated parts! Actual % 
TU 1909 Stanley Harvester $2.95 scale models, they're decorative 

Steamer $2.95 (] 1903 Cadillac $2.50 and authentic. 61)" to 10%” in 
(0 1909T Ford $2.95 [5 1900 Packard $2.50 length. See them at hobby, toy 


or department stores. They’re the 
cutest things on wheels! Or write 
to us. Prompt delivery. Guaran- 
teed satisfaction. 


() 1903 Rambler $2.50 [) 1914 Stutz 
(1911 Mercer $3.95 Bearcat $3.95 
D 1306 “Old 16” Locomobile $3.95 


Mail order to us for your favorites. Add 25¢ for 
postage and handing No C O D.s please 


Hudson Miniatures’ ‘OLD. TIME RS" " 
SCRANTON HOBBY. CENTER, De 


28 


285 HP GMC ENGINE! . 
(Continued from page 9) 


assembly has advantages for racing, but the 
standard GMC arrangement can be used if 
desired. Likewise, the injector carburetors 
can be replaced with a special manifold 
which permits use of two 2-inch Riley car- 
buretors, or two Vacturi units of the same 
size. Both the Riley and the Vacturi are 
side draft units and Horning reworks the 
latter for floatless operation. 

For those interested, the heads are very 
carefully designed for freedom from hot 
spots and distortion. There are six inlet and 
six exhaust ports situated on opposite sides 
of the head. Intake valves have a diameter 
of 17% inches, exhausts 154. The valve lift 
of the standard reground cam for use with 
roller tappets is .437 inches and the timing 
inlet opening is 30° BTDC, closes 67° 
ABDC, exhaust opening 67° BBDC and 
closes 26° ATDC. This timing is with .015 
lash, and in actual operation Horning rec- 
ommends .001-.002 lash. Special tubular 
pushrods and dual valve springs are used. 
Horning makes his own pistons which are 
flat-topped permanent mold Lo-Ex castings, 
free from stress raising ribs, in accordance 
with the best and latest designs developed 
for aircraft. 

What is done to the “bottom end”? With 
one exception, absolutely nothing! The ex- 
ception is a shallow groove turned in the 
middle of each main bearing journal of the 
crankshaft to give a higher rate of oil flow 
to the con rod bearings. This does not re- 
duce main bearing area because these 
grooves line up with similar ones already 
incorporated in the I.D. of the stock main 
bearing inserts. 
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HORNING RACING ENGINE 
SPECIFICATIONS 


General 
“Short” block assy. G.M.C. 
Cyl. head Horning—12 ports 
Bore sizes 3 9/16 to 4 
Stroke 3 13/16 or 4 
Displacement range 228 to 301 cu. in. 
Carburetion 6 injector type or 
2 Rileys or 
2 Vacturis 
Lubrication wet sump or 
dry sump 
Ignition stock distributor or 
2 coil distributor or 
magnetos 
Tappets roller 


Weight-less flywheel 475 lbs. (approx.) 


Horning "274" 


Bore 3 29/32 inches 
Stroke 3 13/16 inches 
Displacement 274.1 cu. in. 
Max. bhp 285 at 5000 
Max. torque 307 Ibs. ft at 4000 
Max. bmep 169 psi 
Comp. Ratio 12:5 tol 
Fuel methanol + 10% 
nitro-methane 

Carburetion 6 injector type 
Exhaust dual, no mufflers 
Lubrication dry sump 
Tappets roller 
Pushrods tubular 
Valve lift 437 
Valve timing IO 30° early 

IC 67° late 

EO 67° early 


EC 26° late 


Power curves of the Wayne Horning "274" engine, 
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NATION WIDE 
DISTRIBUTORS 


OF 


SPEED EQUIPMENT 


STEWART WARNER INSTRUMENTS 


TACHIOMETERS pate tenet ee Se ee $42.75 to 48.75 
For Ford and Mercury from 1932 to 1950. Specify year model with order. 
VACUUM: GAUGES tien ae @ eet er te oe ee $7.25 
CAMS FOR ALL ENGINES! AIRSCRESSUREL: eee 1G elds ea ae 7.00 
» SPECIAL GRINDS FOR FOREIGN OIE, PRESSURE tee nce tooo a8 circ ee $5.25 to 5.50 


CARS... 


CUSTOM AND RACING EQUIP- 
>» > MENT FOR BOATS @ MIDGETS 

e CUSTOM CARS 

FEATURING CLAY SMITH CAMS 


Matching Gauges with 
Black Face and Chrome Rims 


Send 25c for our 36- 


SMITH & JONES ENGINES 
> HOLD MANY RECORDS IN 
EVERY FIELD OF RACING. 
INC. 225" DIV. HYDRO- 
PLANE OF 115.04 MPH 


(Established Nov. 17, 1950 at Salton Sea) 


page fully © illustrated 
two-color catalog 


3633 E. Gage Ave. 
Bell 6, California 


M.G. - MORRIS + RILEY » ED DEMPSEY 


SALES ¢ SERVICE ¢ PARTS ¢ ACCESSORIES 1289 E. Base Line 
CALIFORNIA STOCKIST FOR APPOLLO POLISH 


San Bernardino, Calif. 


AMAZING 0&0" 
ARNOLT 12-volt HEATER 


transforms YOUR Sports Car into a pleasant 


EVERYTHING FOR YOUR MG 


shelter from the wintry cold outside! 


Yours now ... maximum heating power in a minimum space 
. , « convenient location . .. up and out-of-the-way ... 
mounted on Dash. Ease of control... 3 adjustable openings 
. ... theostat-type switch. Low initial cost and economical 
operation, "This is truly Free Heat." 


Write for further information and prices 
on this newest of Arnolt Specialties for MG. 


| AUTOCESSORIES, LTD. 
WARSAW, INDIANA, U. S.A. 
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NOW FROM ONE SOURCE! 


Convertible type windwings, aero windscreens . . - 
Polished aluminum valve covers and inspection plates 
. .« Arno-lite driving lamps . . . Heaters... Assist 
grips . . . Union Jack decals . . « Steering wheel 
medallions . . . Arm rest — glove compartments, etc. 


Illustrated 
Catalog and Price List No. KI-2 


Send 25¢c TODAY for new 1951 


S. H. ARNOLT, INC. 
415 EAST ERIE STREET, CHICAGO 11, ILL. 


29 


Authorize 


Peter Satori 


The British Motor Car Specialist 


d factory service 


Beverly Hills, California 
338 No. Canon Drive 
CRestview 4-6093 


Pasadena, California 
297 W. Colorado St. 
SYcamore 6-0209 


to Cover 
Postage and 
Handling 


Berkeley, California 
2611 Shattuck Avenue 
THornwall 3-4340 


Oakland, California 
3068 Broadway 
TEmplebar 6-2101 


MONTHLY § SAVERS! 


The Original Clark 


LOWERING BLOCKS 


Regulardrop.2a.. $2.95 
Special 2!/.” drop............ $3.45 


SHACKLES 


FITS MOST CARS 
All prices f.o.b. Los Angeles, Calif. 


AUTO ACCESSORIES CO. 


Department R2 
127 W. Washington Blvd., Los Angeles 15, Calif. 


1950 RILEY 21% LITRE 


Three seater sports type. First example 
in the U. S.. Was displayed at Interna- 
tional Auto Show, N.Y.C. Capable of 
over 100 mph. 100 hp 4 cyl. engine 
with inclined OHV. $2800. 


Charles N. Melhinch 
57 Jefferson Ave., Pitman, New Jersey 


NEW TUCKER CAR ENGINES 


166 hp, 3000 rpm, 335 cu. in. 442” 
bore, 32" stroke, horizontal opposed 6 
cyl. weight 400 Ibs. Steel sleeves and 


seats. OHV, Hyd. lifts. (Watercooled au- 


tomotive Franklin 165 Aircraft) Parts 
available, OK for front installation or 
boats. $425 F.O.B. W. R. Jones, 1116 
E. Cypress Ave., Covina, Calif. 


BOOK REVIEWS 


Treasury of Early American Automobiles 
by Floyd Ciymer McGraw-Hill $5.00 


Mr. Clymer, himself, gives an excellent 
thumb-nail description of this book in the 
preface when he says, “This book is meant 
to be neither an analytical study nor a 
definitive history of the American Automo- 
bile.” 

Within this framework the book is ex- 
cellent, being both amusing and enlighten- 
ing, tho I found it exasperating that such 
noble names as Kissel, Lozier, Stutz, Loco- 
mobile, and others were dismissed with only 
a single paragraph. Most of the charm and 
interest of this “Treasury” comes from the 
many photographs and reproductions of old 
advertisements of cars and accessories long 
forgotten. 

Similar in content to smaller books pub-~ 
lished earlier by himself, this latest effort 
of Mr. Clymer benefits greatly by the su- 
perior quality of paper, printing and jacket-_ 


ing made possible by the resources and fa- | 


cilities of McGraw-Hill, the publishers. 
The list of 2200 makes of cars once manu- 
factured in the U.S. is an interesting part 
of this book and will be equally useful for 
settling or starting arguments! 
—ROGER BARLOW 


Floyd Clymer’s Book of the 
MEXICAN ROAD RACE 
by Roland Goodman Clymer—$2.00 


Here for the first time, we have a really 
comprehensive and overall picture of that 
most intriguing event held so near and yet 
so far from the eyes of the U.S. motoring 
enthusiast. 


This book more than makes up for the 
virtually non-existent news service coverage 
of the race at the time of its running, and 
the naturally sketchy stories brought back 
by the individual competitors who, of 
course, saw very little of the overall race 
itself. 


Floyd Clymer has presented us not only 
with an excellent set of photographs and a 
clear account of the day’s racing on each 
section of the 2174-mile event, but also in- 
cludes the history of the event, the regula- 
tions, protest, etc., as well as short accounts 
by some of the drivers, such as Bud Sen- 
nett, Jack McAfee, Piero Taruffi and the 
winner—Hershel McGriff. 

Those enthusiasts who were disappointed 
in the apparent poor performance of the 
European entries will have a different view 
of matters after reading this book—altho 
the writers certainly had no bias in favor 
of the “foreign” entries; far from it. 


An interesting chart is included by the 
author, showing that had a new race been 
started at Mexico City for the second half 
of the course, the winners would have been 
as follows: 


Ist Alfa Romeo (by 10 minutes) 
2nd Oldsmobile 

3rd Alfa Romeo 

4th Delahaye 


Proponents of both American and Euro- 
pean cars can find plenty of cause for 
pride in their favorite product for this was 
an incredibly tough event for both car and 
driver; and a two-dollar investment with 
Mr. Clymer will provide you with some of 
the best vicarious racing to be experienced 
—be you Alfa man or Cadillac man. Cer- 
tainly no motoring library is complete with- 
out the “Book of the MEXICAN ROAD 
RACE.” —ROGER BARLOW 
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CLASSIFIED 


Classified advertising rates: 20 cents per word, 
$4.00 minimum charge. Payments must accom- 
pany all copy. 


FOREIGN CARS FOR SALE 


FIAT-1100S-1949 Excellent  thruout. 16,000 
miles. Best offer around $2000. Car pictured 
page 2 Jan. issue. Capt. Anthony Cecchini, Gen- 
eral Delivery, Smyrna, Tenn. 


SPORT CAR_ SPECIALISTS. Complete stocks, 
new and used; buy, sell, trade. SPORT CAR 
SALES AND SERVICE, 4118A Milwaukee, 
Chicago 41, Illinois. 


FOREIGN CARS WANTED 


ee EE a ee eee 
WE BUY, SELL, TRADE all kinds of sport cars. 
Describe what you have, price, etc. or bring it 
in for immediate sale or trade. SPORT CAR 
SALES AND SERVICE, 4118A Milwaukee, 
Chicago 41, 


AUTOMOBILE SUPPLIES 


FACTORY-SPECIFICATION SPEED WORK for 
MG, Singer. Descriptive literature tells how to 
make your MG m-o-v-e! Sport Car Service, 
4118A Milwaukee, Chicago 41, Illinois. 


SPEED EQUIPMENT 


FROM SPEEDWAY TO ROADWAY! Track-proved 
Hi-Speed Heads and Manifolds now available 
for your passenger car! No special tools need- 
ed! Increase horsepower 25%! Astounding get- 
away! Free illustrated catalog. Speedsport, 
6215-9 Diversey, Chicago 39. 


SPEED EQUIPMENT—‘‘Bargains’’—Chrome 
haust Megaphones $1.55, Hollywood Mufflers 
$4.50, V-8 Duals $15.90, Racing Stacks 98c, 
Dual Manifolds $9.95, Adjustable Tappets $9.95, 
Camshafts $29.95, V-8 Hi-Compression Heads 


Ex- 


$23.50, (Finned Aluminum $49.50). Bargains 
Galore! FREE “Power Calculator’? with—Big 
Illustrated Catalog 25c. (Dealers Wanted). 


Almaquist Engineering 28K, Milford, Pennsyl- 
vania. 


CARS FOR SALE 


1936 CORD SEDAN, specially rebuilt trouble-free 
transmission, new clutch. Body & upholstery 
excellent. Opalescent copper mist lacquer, stain- 
less outside pipes. Owner going Navy. Leo 
Bertelsen, 446 Chenery St., S.F., Calif. 


‘30 SIXTEEN CYLINDER CADILLAC Good run- 
ning condition, Body cut. $250 P. Corson, Oost- 
anaula Drive, Brookhaven, Ga. 


DUESENBERG 1934, four-door, seven-passenger 
convertible sedan; immaculate condition, new 
top, tires. Original black paint; 41,000 actual 
miles, leather upholstering. Cost $27,000 new. 
Leaving country January. $2,000. 440 Tenny- 
son Ave., Palo Alto, Calif. Ph. DA-2-3627. 


1927 PACKARD 6 Roadster, 17,000 actual miles, 
excellent original condition. Price $1250. Send 
25e for photo and description. Bernard Ross, 
810 S. Holmes St., Lansing, Michigan. 


STUTZ Black Hawk 6 OH Cam Engine. Com- 
pletely rebuiJt. H.C. 34 cam. J.E. pistons. In- 
eluded are 99” x 25” frame, four Stutz 15” 
knock-off wheels mounted on Ford drums, ’26 
Dodge Roadster body. 4 new W.W. tires, new 
Kurtis-Kraft radiator shell & grille. Ford front 
end. chromed, spring backers & radius rods. 
Price $450 cash. Frank Moss, 267 W. Ralph, 
San Gabriel, Calif. 


DEL) AAR Eo es ee ee 
1931 LELAND LINCOLN Conv. Last Model K 
V-8 only 53,000 miles. Original green lacquer, 
leather appointments. In show room condition 
$550. Also 1922 Dodge new battery, tires ex- 
cellent. Original. $125. 4142 Camino Real, Los 
Angeles, Phone Capital 22628. 


V8 ROAD RACE CAR—Indianapolis two-man 
body; detachable fenders. Seven trophies in 
eight starts. B. G. Satcher, 11874 Beatrice 
Street, Culver City, California. Exbrook 7-1846. 


MODEL CARS 


pe 

RGE MODELS of following famous machines 
aan over 2 feet long: (1) 1912 Mercer Race- 
about $60, (2) 1934 Indianapolis Front drive 
Miller $50, (3) 1920 Indian Racing Motorcycle 
$25. No photos. Write L. Sweeney, 180 West- 
wood Drive, San Francisco, Calif. 


MISCELLANEOUS PARTS FOR SALE 


See eee 
AGUAR XK-120 BODY (grey) complete 
al Aig Peters lights, windshield, top, seats, 
carpets, Tonneau cover, etc. $1000 or best offer. 
Custom body work, aluminum or steel 5 cycle 
fenders, etc. Submit requirements for estimate. 
Sports & Utility Motors, Inc., 31 E. Post Road, 
White Plains, N. Y. White Plains 6-7868. 
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LOCOMOBILE OWNERS ATTENTION! 5 Quick 
change 19” wire wheels 1922-28 Locomobile. $20. 
Anderson, 65 Ruth St., Bridgeport, Conn. 


PHOTOGRAPHS FOR SALE 
De eee ere eG 
DUESENBERG PHOTO ALBUMS—Vol. 1, ten 5x 
7 photos showing bodies by Murphy, LeBaron, 
Weyman, Rollston, ete. Vol. 2 contains ten ad- 


ditional different pictures. $2.50 each. Auto- 
books, Box 409-R, North Hollywood, Calif. 
FORD 


WEIAND:::. 


POWER AND RACING EQUIPMENT * MERCURY 
Send 25c¢ for complete catalog e STUDE 
2733 E. San Fernando Rd., Los Angeles 65, Calif. 


HOSSIES reed SHOP 
- EVERYTHING - 


IN POWER & SPEED EQUIP. 
CUSTOM ENGINE REBUILDING 


6908 STATE HWY. #101 NEWPORT BEACH 
CALIFORNIA. e HA. 2516-J 


EDDIE MEYER 


ENGINEERING COMPANY 


Power and Speed Equipment 
for Ford and Mercury 


645 N. Robertson, W. Hollywood 46, Calif. 
Phone BRadshaw 2-1205 & CRestview 6-2948 


SEND 25¢ FOR A 
SPEED CATALOG 


E 
cs 
e 
e 
e 
* 


e SO-CAL SPEED SHOP 


1104 So. Victory Blvd. 
Burbank, California 


Specify ... 


OFFENHAUSER 


“The Finest in the Field” 


New Catalog Now Available 
send 25c to cover mailing costs 


COMPLETE LINE of SPEED EQUIPMENT 


Offenhauser Equipment Corp. 
5054 Alhambra Ave., Los Angeles 32, Calif. 
Phone: CApitol 2-1330 


Racing Fuel Formulas 
New book just off the press 


Fuel secrets, all about Methanol, Alco- 
hol, Benzol, Toluene, Ether, Xylene, 
Doping gasoline, etc., for Hot Rods, 
Motorcycles, Sport Cars, Midgets and 
Indianapolis Cars. 


Special Carburetors, 


Ignition systems, 
Gas savers, Water injectors, and Over- 
drive Conversions. 


Price $1.00 


WHITE & LANGNECKER 
2502 Twelfth Ave., Beaver Falls, Pa. 


~ 


AUTO RACING BOOKS 


500ccaRAGING ee eee $2.50 
A book by Gregor Grant that gives full infor- 
mation on Formula II! cars including construc- 


tional details, personalities, races, and a history 
of the movement from the beginning; with a 
look into the future. A positive must for the 
American 500cc & T.Q. enthusiast. Order now. 
The supply in the U.S. will be limited and our 
first order will probably be our last. 


MAINTAINING THE BREED......._. $2.50 
The saga of M.G., racing cars, with their glorious 
part in England’s racing history, told in the man- 
ner only the Assistant Manager of the M.G. Car 
Company and Secretary of the M.G. Car Club, 
John W. Thornley, could tell it. The volume is 
replete with technical fact and personal detail 
woven into a lucid and thrilling narrative. The 
M.G. owner and others appreciative of quality 
may well be proud of “the Breed” and in this 
book they can find the pedigree. 


ETTLORESBUGATIL $2.50 
A name that will live forever in the annals of 
racing history is herein portrayed as the man 
who will be recognized for his ultimate genius 
in the creation of the racing and sports cars 
that bore (and still bear) his heritage with 
unparalleled success. 


MOTOR Road Tests of 1950 Cars....$1.50 
A bound volume of all the Road Tests conduct- 
ed by “The Motor’ magazine to November 
1950. It includes tests of British, American, 
German, Italian, French, and Swedish automo- 
biles, and is prefaced with a complete explan- 
ation of the procedure followed, implications of 
the technical data from the standpoint of the 
car user and some explanation of the theory 
of the technical terms used. ORDER NOW. 
Limited quantity. 


The MOTOR Year Book 1950........ $3.00 
Table of contents includes: Technical Develop- 
ments of the year; Notes on Standard Perform- 
ance; Cars of the Year; Specifications of 1949 
British Cars; World Car Specification Tables; 
The Motor Road Tests 1949; Technical Draw- 
ings of the Year; Racing Cars of 1949; Photos 
of the Year; Humorous Drawings of the Year; 
Racing Review—1949; Major Races in Brief; 
Principle Racing Circuits of Europe, etc. 


SPECIALS—by John Bolster.......................--- $2.50 
Here is a book considered by British amateur builders to 
be the last word in general information on the building 
of special competition cars. The author knows whereof 
he speaks and describes approximately 75 cars with 
many illustrations. 


lOTA—"The Amateur Car Builder’’........ $3.50 yr. 
The official magazine of the British 500 cc Club. Issued 
monthly it contains detailed information on the solution 
of structural problems encountered in building a-small 
competition race car. Each copy contains many illustra- 
tions and data not to be found in the United States let 
alone in any other European publication. 


SPEED & HOW TO OBTAIN IT...... $1.50 
Tho written as a book on motorcycle en- 
gines this is one of the best compact treatises 
available on the theory, practice, and design 
behind the tuning of any reciprocating engine 
for ultimate performance. The book is the Brit- 
ish original, not a reprint. 


~. FORTHCOMING BOOKS 
THE SPORTS CAR.......... (approx.) $2.50 


“Its Preparation & Improvement” is the title 
of a small book that deals with all the aspects 
of engine & chassis preparation with suggestions 
for improving the standard of any sports car. 
Author Thornley’s successful connection with 
M.G.'’s merely enhances the value of his advice 
for it can be applied to any genuinely described 
sports car. Sports car owners, don’t miss this! 
Due by the time this gets out. 


CONTINENTAL SPORTS CARS (no price) 
What a subject! But where to start would seem 
to be the question. There is no doubt of the 
author’s ability to choose a point so we leave 
it with you who would have a copy to agree or 
disagree. (Jan. ‘51) 


NOTE 


To insure getting YOUR copy of any 
FORTHCOMING book you should accom- 
pany your order with a deposit of $1.00 
for each title wanted. Orders will be posted 
as received and books will be delivered in 
the same sequence they arrive. 


LIST OF OTHER RACING BOOKS FREE 


AUTOBOOKS no. HOLLYWOOD CALIF. 
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| 
MEXICAN ROAD RACE 


(CARRERA PANAMERICANA) 


A complete history of the exciting 2135 mile road 
race from Juarez, Mexico (El Paso, Texas) across 
Mexico to Guatemalan Border, 132 stock cars com- 
peting . . . over 300 Photos . . ._ articles by 
famous authorities, drivers, personalities. Rules, 
leg-by-leg description, Award banquet, winner Her- 
schel McGriff’s own story. A large book with no 
detail overlooked. A  travelog on Mexico’s new 
super-highway with scenic photos of historical and 
colorful old Mexico $2.00 []. De Luxe Edition 
with Fabrikoid binding $3.50 (J. 


[J SOUPING THE STOCK ENGINE 


Explains fully the 5 
Paths to Power .. - 
Covers everything from 
road to track engines, 
fuels, effective theor- 
ies on speed tuning 
5 tells you HOW 
and WHY .. . how 
to get the most from 
your ‘‘souping’’ dollar. 
Complete data on 
speed tuning ALL 
MAKES OF STOCK 
CAR ENGINES... 
Best book on speed 
ever written! 150 
photos, charts, draw- 
ings. Every speed en- 
thusiast will want this ALL-NEW COMPLETE 
Manual of speed by Roger Huntington. 192 
Ragestmabostpaidimrcscestter a Mes tl see coer, oe $2.00 


1950 Indianapolis Race 
Official Yearbook 


112 PAGES, 300 FOTOS, CHARTS, DRAWINGS 
New, larger and better-than-ever. Articles by fa- 
mous race authorities with technical data, feature 
stories, driver histories, cartoons, newsy comments, 
highlights and lap-by-lap comments. : 

Photos of world famous drivers, mechanics, officials, 
personalities. New, interesting, informative ads. 
TWICE as large as former editions . . . a per- 
manent record of the 1950 race that will be trea- 
sured hy race fans the world over . . . truly the 
“hible’’ of Indianapolis. 


iia] 1950 Official Indianapolis Yearbook, $1.50 
[ 1950 Same De Luxe Fabrikoid Bound, $3.00 


FLOYD CLYMER’S FAMOUS 
INDIANAPOLIS HISTORY 


320 pages . . . 1100 illustrations . . . Covers every 
Indianapolis Race from 1909 to 1946 .. . Com- 
plete data on every car and driver thru the years 
. « « Packed with photographs and mechanical infor- 
THEN TUT ees es ye ore ee re ha ee 1) $3.50 

Deluxe edition [) $5.00 
cal The Sports Car Engine, new, complete data 


$1. 

[DJ Specials and Hot Rods of the World, new 
hook on special race cars of all nations, a 
handbook and manual of speed..............-- $1.50 
Chevrolet Owner’s Handbook. Complete data 
servicing all Chev. cars—’29-’50 incl. data 
on Powerglide. Wonderful book................ $1.50 
‘| Ford Owner’s Handbook. Service data on all 

V8, ‘6’ & ‘60’ models. Complete.......... $1.50 


Service Manual Model A Ford...........--..... $1.00 


J 


German Race Cars and Drivers — Post-war and 
Pre-War. Over 300 Fotos, Complete data Ger- 
man racers, post & present... --$2.00 


mM 
O 
L Catalag all British Cars, 1949-1950........ $2.00 
O 


Catalog all 1950 U.S. Cars, includes specifica- 
tions, automatic transmission data, 120 Fotos, 
Charts, Drawings 
SEND FOR FREE CATALOG OF 70 BOOKS 


FLOYD CLYMER MOTOR BOOKS 
1268 S. Alvarado, RT-2, Los Angeles 6, Calif. 


Please send books marked [] to: Order 


NAME 


ADDRESS 


CITY & STATE 


32 


Ch Annual National 


4 
HOT ROD and 


MOTOR SPORTS 


SHOW 


ROBERT M. BARSKY, Managing Director 3030 MOUNTAIN VIEW AVE. LOS ANGELES 24 HILLSIDE 8141 


AT THE LOS ANGELES NATIONAL GUARD ARMORY 


EXPOSITION BLVD., and FIGUEROA STREET 


ACCURACY 
IS 
IMPORTANT. 


IN A CAM OR 
IGNITION, ACCURACY OF 

INDEX IS MOST IMPORTANT 

FOR SMOOTH OPERATION. AND 
MAXIMUM OUTPUT AT HIGH SPEED 


“HARMAN € COLLINS. 


ae : WaeN SC EON Rs PO RAS TED 
5552 ALHAMBRA AVENUE ° LOS ANGELES 32, CALIF. ° Phone CApitol 4610 


ROAD and TRACK, February, 1951 


SENSATIONAL VALUES 
FOR YOUR plicit 


25¢ 


1950 Buick Fender Skirts SCOOP!! 

Custom built exclusively to fit all models of S Sah 

1950 Buick. Heavy gauge steel with rubber in- teering Wheels $4.95 
sulation—sprayed with protective prime coat. Don’t pass up this buy. Brand new, gen- 
These skirts feature the best of top quality ma- uine Chevrolet 1950 Factory equipment. 
terials and workmanship. A value at $14.95 pr. First quality, complete with horn button. 


Lists at $9.75. Fits 1940-50 Chevrolet, 
all models. Dark metallic color. 


DUAL POINT DISTRIBUTOR 
CONVERSION $6.95 
That’s right. For only $6.95 you can convert 
your own 1949-51 Ford or Mercury distributor 
and save buying a complete distributor. Look 
at the advantages of the dual point setup over 
stock equipment. 

Eliminates missing and bucking. 

Increased acceleration. 

All around smoother performance. 

Longer point life. 

Higher R.P.M. without cutting out. 

All wearing parts stock Ford. 


Forty bulging pages, loaded with hundreds 


Uses only one coil and one condenser. of photographs and the latest, in custom 

Simple installation, instructions furnished. accessories. Hood panels, grille panels, 

Includes special breaker plate, 2 sets of dual pipes, speed equipment, chrome mo- 25 
points, buss bar. tor accessories, custom equipment, etc.— c 


Sorcerers duplication now possi- E A § T E a aa A U T 0 


ble. Cast of solid brass ready for weld- 


ing and leading to become an_ integral eg joe?! 
part of body. Light, completely. wired and Custom Accessories 

ready for pe aren: Bau will not 3319 SO. GRAND AVE., DEPT. R 
peel. For 1949-50 Chev., Pontiac and 

Ford. Specify. $29.95 pair complete. LOS ANGELES 7, CALIFORNIA 


* youR OLD-FASHIONED BRAKE PEDAL REMAINS IN THE CAR AND 


BE USED AT ANY TIME oe "ACCELA - BRAKE” 
Mees NOT CHANGE STANDARD: EQUIPMENT OPERATION. 


as new as tomorrow . . . yet completely tested and 

proven after years of research and development, 
ACCELA-BRAKE is available today! With ACCELA-BRAKE, your 
brakes are smoothly and automatically applied by extending the 


natural rocking-back motion of your foot in deceleration. 
Write, wire or phone today for complete information 


ACCELA-BRAKE 
6201-B SANTA MONICA BLVD. 
HOLLYWOOD 38, CALIF. 

HOllywood 9-2987 


iv. of Grant Motor Parts) 


A precision unit built to aircraft 
standards, guaranteed for one year. 


Presenting -- - 


J 
New IMPROVED Deluxe Model 
Installs easily in 15 MINUTES 
Saves Gas, Brakes, Tires, Engines 
Enjoy SIX SPEEDS forward 
Fully automatic HILL HOLDER 
FREE WHEELING whenever desired 
Shift gears WITHOUT USING CLUTCH 


SNOW BW NS 


Virtually ‘“worth its weight in solid gold’’ on passenger cars. 
Ideal for stock car racing, too. Rules may not permit gear 
changes, but do allow use of GANE-O-MATIC. Race in over- 
drive second, overdrive-low, etc. Six ‘‘quick-change’’ ratios 
at your fingertips. 


ROCKET 


PERFORMANCE FROM YOUR CAR™ 


We know you desire the HIGHEST performance from your car, 
and greater ECONOMY, and SAFER driving! The WONDER 
overdrive control, GANE-O-MATIC is a ‘‘must’’ for you, too. 
For only $9.95 complete you can now have these advantages: 


HM Your choice of six speeds forward 
Almost like installing an expensive Quick-change rear end, 
at a fraction of the cost. Saves gas . . . saves your en- 
gine . . . more power-speed. 


@ The safety of engine braking in any gear 
Engine compression saves costly brake lining too. Also 
ends forever the need to stop your car to lock out over- 
drive for down grades, etc. 


Hi The safety of automatic hill holding 
Drive up an incline to a stop sign and your car will stick 
there until you take off again . without touching the 


brake pedal. 

—@ The ease and speed of no-clutch shifting 
Shift gears at any speed . up or down without 
pressing your clutch pedal. More fun to drive . . . faster 
shifting . “rocket’’ get-aways. 

H@ The economy of GANE-O-MATIC driving 
No more “‘jerking’’ in and out of overdrive . . . no racing 


engine ... saves gas. . . complete control of your car... 
safer on slippery streets . no burned out brakes . 
saves money every day. 


* Fits these cars with overdrive: 

Ford, Mercury, Lincoln, Chrysler, Dodge, DeSoto, 

Hudson, Kaiser-Frazer, Willys, Studebaker, Nash. 
Write for FREE color folder. 


Dealerships being awarded nationally. 


Complete ONLY 


$995 


POSTPAID 


== OTHER NEW ITEMS FROM OUR 1951 CATALOG -- 


Lucas Hot-Spark Distributors 


Built by the leading British Electronics Manufacturer— 
mported direct. Not a conversion, but a special hi-speed 
s ignition for all V-8s up to 1948. Dual points, single 
# coil type, 4-lobe cam, automatic centrifugal advance. 
Slotted base for perfect timing. Two ball-hearings. Built 
for racing and fast road use—$39_.95 


nm 


Dual Point Kits 


Convert your present ignition to a fast dual-point job. 
Fits ’49-’50 Fords and all Chevrolet models. Why 
buy a complete ignition, when this quickly installed 
plate will do the job. Precision-built—Only $6.95 


sammy 


ee 


Nash Dual Manifolds 


Newhouse presents EXCLUSIVELY the 
only dual manifold ever manufactured 
for the Nash ‘‘Ambassador’’ automo- 
biles. Full balance-tube construction. 
Engineered for jet-like power and 
speed as well as economy. A sensation 
at only $29.95 complete with throt- 
tle linkage. Also head-manifold com- 
binations, complete, for Nash ‘‘600”’ 


at $59.50 


SEND FOR BIG 
1951 CATALOG 


Send 25c for our new Hi-Performance 
Equipment Catalog. THOUSANDS OF 
ITEMS in stock for immediate shipment. 
We feature special heads, manifolds, and 
complete speed equipment for ALL MAKES 
of cars. All the best brands in stock. 
DEALERS: PLEASE REQUEST 
WHOLESALE CATALOG. 


ONE OF THE 


vi 


aul 1 
eT AUTOMOTIVE INDUSTRIES 


‘WA 
ee OWE SHIP ALL OVER THE WORLD 


5803-5805 East Beverly Blvd., Dept. R-65 
Los Angeles 22, Calif. 


WORLD'S LARGEST SPEED EQUIPMENT 


Fuel Blocks—Brand New 


At last—just what the roadster fellows have 


ct aes 
ORS 


been wanting for years. Mount fuel block on eee 
firewall, run line to fuel pump from one end — 
and flex lines from front of block to carbhs— 
dual or triple. Beautiful — deeply finned — 
highly polished. — $4.50 


Bubble Goggles 


Racing all over the nation! Glare and dust protection. 
The lightest, best fitting, safest racing and sports gog- 
gles ever manufactured. Can’t blow off! Full side 
vision! Shatterproof! Specify light or dark amber. 
Only 97¢ a pair 


Tune with “Synchro-Gizz” 


Brand new instrument adjusts vacuum on each carburetor 
for perfect dual-carb adjustment. Smooth-smooth idle 

. highest speed! Pays for itself the first tuning job. 
Every roadster owner needs one—every speed shop should 
have several. Only $4.95 complete 


Dealerships Available 


DISTRIBUTORS 


